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Heed—or Be Lost! 
There Is No Alternative 
QUIVOCATION had no place in the remarks made 
by Managing Director Storrs of the American 
Electric Railway Association before the New York 
meeting at Bluff Point. As he sees it four major 


problems face the industry today: modernization of 
_ equipment, including co-ordination of electric car and 


bus service; informing the public regarding local trans- 


portation facts; better co-operation among individual 


- action in a single sentence. 


utility men for the general good of public service, and 
securing remedial legislation needed to better service 
by open and above-board methods. In a single sentence 
Mr, Storrs warned the industry that the way to success 
lies through improving service, avoiding politics and 
being frank with the public. Note the order in which 
these are put! Here is a whole philosophy of future 
He elucidated just what he 
meant. Again there was no ambiguity in the state- 
ments which he made. Propinquity has not destroyed 
Mr. Storrs’ sense of appreciation of the problems of 
the industry; rather has it sharpened that appreciation. 
Nobody but a man in Mr. Storrs’ position could have 
made these remarks. 

The industry has been awaiting this announcement 
by its managing director. That it was made at the 
New York meeting is merely an incident. It was made 
in the best interests of the entire industry. Mr. Storrs 
has been counselling with others. He has been counsel- 
ling with himself. For each of the things said by Mr. 


_ Storrs the ELECTRIC RAILWAY JOURNAL has stood and 


stands now. It has preached these doctrines year in 
and year out. It detracts not a bit from what Mr. 
Storrs has said to say that the evidence could be 
adduced by page and volume number. The job has been 
done largely subject by subject with constant reitera- 
tion. Journalism admits of no other method. It fails 
of its mission if it merely leaves the thought with the 
reader and does not first pound the idea home and then 
repeat the process. The JOURNAL has repeated the 
process. On the other hand, it has been possible for 


Mr. Storrs to deal forcefully with many subjects at- 


one time. If the JoURNAL appears now to have so little 
to say other than praise for Mr. Storrs’ pronunciamento 
it is only because he has left so little to say. 

There is great strength in this statement of Mr. 
Storrs’. True, there is rugged warning to every man 
who has to do with city and interurban transportation. 
Best of all, however, there is a sympathetic appreciation 
back of his remarks of the difficulties which the industry 
faces. Those who are practicing what he preaches have 
little to fear. Those who are not doing so and have 
taken umbrage in the past at similar suggestions ought 


~ now to get the point. If they don’t time will take care 


of them. ; 
Some time ago ELECTRIC RAILWAY JOURNAL said edi- 


torially: ‘““A new day has dawned and a new character of 
service is demanded. We are here to supply that serv- 
ice, and if we cannot do it to the satisfaction of our 


customers we will be brushed aside, as we ought to be, 
and other agencies will take our places. The procession 
will move forward and we must keep step or be trampled 
upon.” 

Owen D. Young at the Midyear Meeting said he under- 
stood it would be the business of the managing director 
of the American Electric Railway Association to develop 
a science of transportation in the railway field. This is 
what Mr. Storrs is doing. Just one short quotation 
from the speech at Bluff Point: 

“Tt is incomprehensible how any group of men with 
common interests such as ours should fail to recognize 
that in union there is strength and that mass formation 
usually wins and individual efforts usually fail. Of 
course, united effort never can result in achieving every- 
thing that each individual desires, but it does usually 
result in the greatest good for the greatest number. 
We cannot succeed under any narrow, selfish plan. 
Nor do we desire to.” 

This phrasing may lack the colorfulness of the words 
“hang together or hang separately”? but it does not lag 
behind them in forcefulness. Certainly, neither Mr. 
Storrs nor the ELECTRIC RAILWAY JOURNAL can be 
charged with ambiguity of phrase. The industry will 
profit only as it acts promptly to put into effect the 
suggestions made. Heed these words or be lost! There 
is no alternative. 


Quality Exhibits Should Feature 
the Atlantic City Convention 


ROCEDURE in handling the assignment of exhibit 

space for the October convention of the American 
Electric Railway Association differs widely from any- 
thing in former years. In the past, there has been 
plenty of space available, and even late comers have 
been able to secure booths almost up to the time of 
holding the convention. This year the situation is 
reversed. The 172 applicants asked for 98,283 sq.ft. 
There is only about 90,000 sq.ft. available on the pier. 
Requests for increased space could not be allowed, and 
a number of the exhibitors have been asked to accept 
reduced space. 

Special arrangements have been made for the display 
of buses. Last year double-deckers were not shown to 
advantage because of lack of headroom on the Pier. 
This year an additional area across the Boardwalk has 
been secured, which will make possible an excellent 
display of double-deck buses and other equipment. 
In this way the crowding on the Pier has been relieved 
somewhat, and a small additional amount of space has 
been made available. 

With such a demand for the privilege to exhibit 
their wares to electric railway men, each exhibitor 
should see to it that he uses his space to best advantage. 
Quality rather than quantity is essential. Skillful 
selection of apparatus and care in display will make 
the exhibit much more useful than merely the use of 
a large area on the Pier. 
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Service the Basis of 
Good Public Relations 


N SOME quarters there has been a tendency to con- 

sider the question of public relations on the pat 
theory that by expending 3 per cent of the gross on 
publicity and advertising the public relations will auto- 
matically become excellent. If, on the other hand, only 
14 per cent is spent, it then is assumed that the result 
will be about half as good as with the 3 per cent 
expenditure. Thus there is in this a tendency to rel- 
egate the public relations work to the same shelf with 
the overworked and time-worn efficiency expert. 

Good public relations is an entity and not a label to 
be pasted on a company’s activities. Its roots are 
imbedded in the physical property itself. If the tracks 
are in good conditions, allowing a smooth ride; the cars 
are sightly and clean, and the energy is available to 
move the cars without interruption, then the roots of 
the public relations plant are good. Next in turn comes 
the operating staff. From the chief down to the track 
greaser each individual must be imbued with the 
thought that he is an important unit in the production 
of the only community the industry has to sell—trans- 
portation service. : 

Having a background such as this, a reasonable 
amount can well be spent on advertising. A further 
reasonable sum, depending on the local conditions, can 
be used to carry messages to the public that should be 
known and understood for the good of the service. 

In short, good public relations is not a patented 
article, but a condition that is an outgrowth of good 
public service, rendered by a staff who have the spirit 
of “service with a smile.” 


Talking Right Out 

in Meeting 

HE paper “Electric Railway Equipment Main- 

tenance and Shop Practice,’’ presented by L. J. 
Davis of the Brooklyn City Railroad at the New 
York convention last week, is a very frank statement, 
from the viewpoint of a shop man, of some of the 
handicaps under which he works. Many other shop 
men have probably felt the same way, but they have 
refrained from saying it in public. In fact, this is the 
first association paper, so far as the present writer can 
recall, which has arraigned the executive for his fre- 
quent lack of interest in the shop service upon which 
so much of the efficiency of railway operation rests. 
Mr. Davis certainly talked right out in meeting. 

It is a healthy sign that papers of this kind can be 
presented at an association convention. It would be 
well if there were more of the same kind. After all, 
every member of a railway organization, whether trans- 
portation man, engineer, claims agent or accountant, 
is working with one end in view—the success of the 
property. No one department can say that another is 
unimportant. But it is the frequent claim of the shop 
department that the chief executive comes so often 
from the transportation side that he is apt to be un- 
familiar with shop methods and, therefore, is un- 
sympathetic with shop problems. 

When this is the case, it is one of the duties of the 
shop manager to set him right. This can be done in 
private conversation, by frequent written reports and 
tactfully at staff conferences. The close relation of 
good shop work to good transportation records admits 
of no question and can easily be shown. This is mis- 
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sionary work, but it is missionary work which will pay 
in added satisfaction because of better shop facilities. 


The last thing that the mechanical superintendent — 


should do is to assume improvement is impossible. 

Good housekeeping in the shops, system and the ap- 
plication of whitewash on dingy walls will accomplish 
wonders in keeping up the morale of the shop and im- 
proving the output. It is not always the most modern 
shop that produces the best results. Finally, the shop 
man should try to learn what improved methods are 
being followed in other shops, with no better physical 
advantages than he has. With enthusiasm for better 
work himself, knowledge of what should be done and 
ability to impart his enthusiasm to his force, the condi- 
tion is never desperate. 


Another Step in Consolidation 
of the Middle West Interurbans 


TILL another interurban railway has passed to the 

control of the Insull interests. It is the Chicago, 
Lake Shore & South Bend Railway. The old story of 
how things went from bad to worse on this road has 
already been told in this paper. There is no need to 
repeat it. On the brighter side, contemplate the pro- 
gram that the Insull interests have in mind for that 
road! Not all of it has been made public, but enough 
of it has to indicate the process of rehabilitation that 
is placed by them. 

There will be a progressive program of physival 
rehabilitation. Under the reorganized structure of 
capitalization and funded debt such as is proposed and 
with the changes in the physical property the new 
owners feel sure that they will be able to restore the 
property to a condition of profitable operation and 
render adequate and dependable service to shippers 
and the traveling public. The stock, to be carried at 
nominal value now, will have real value later because 


the same methods will be applied to that property that’ 


have made an outstanding success of the Chicago, North 
Shore & Milwaukee Railroad, the winner of the 1923 
Coffin award. 

Important as is the individual instance of this pur- 
chase, it is far more important as an indication of what 
is going on. Not so long ago the Insulls took over 
the Chicago & Joliet Electric Railway. Even later than 
the South Bend deal is the report that the Insulls are 
after the old Chicago, Peoria & St. Louis Railway 
between Pekin and Springfield, Ill. They plan to elec- 


trify it. These are all matters of current news, but 
they are mighty significant. They also own the Inter- 
state. 


Months ago the JOURNAL said in referring to one of 
the Insull purchases: 

“There are many interurbans elsewhere in the coun- 
try similarly situated that lend themselves to such 
treatment as he apparently has in mind for his recent 
acquisition.” y 

Similar thoughts more elaborately presented were 
later propounded by John A. Beeler before the recent 
meeting of the Central Electric Railway Association. 

The Insulls are acquiring these roads because they 
visualized them as essential to the welfare of. the com- 
munities served. There are really mighty few roads 
that are not essential to the welfare of their communi- 
ties. Granted the road is essential, it is not difficult 
to make it profitable with the application of proper 
methods. 


: 
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St. George Terminal of the Staten Island Rapid Transit Railway. 
with the Ferry to Lower Manhattan 


Electric and Steam Trains Connect at This Point 


Electric Rapid Transit Inaugurated 
on Staten Island 


Substantial Savings Are Expected to Result from Replacement of Steam 
Service by Electric on 28 Miles of Double-Track Route—Multiple-Unit 
Cars Are Operated at 600 Volts D.C. Supplied by Third Rail—Track. 


Has 


was formally commenced on the Perth Amboy and 

East Shore divisions of the Staten Island Rapid 
Transit Railway on July 1. Preliminary plans for this 
undertaking were approved by the Public Service Com- 
mission of New York on May 1, 1924, as told in ELEc- 
TRIC RAILWAY JOURNAL for May 17, 1924, page 777. 
Actual work was started about Aug. 1 last year and 
the entire installation completed on 28 miles of double- 
track line in the remarkably short period of ten months. 
Extensive track reconstruction, a complete change in 
the signal system, building of five new substations, and 
the construction of 80 large multiple-unit cars were 
included in this work. 

Electrified lines extend from St. George to South 
Beach on the East Shore division, and to Tottenville 
on the Perth Amboy division. Ferry connection with 
New Jersey is made at Tottenville. St. George is the 
terminal of the municipal ferries operating from_ the 
lower end of Manhattan Island. Heavy rush-hour traf- 
fic is handled on these municipal ferries. During the 
summer season a large holiday traffic is carried also on 
the South Beach line. Passengers carried by the Staten 


Roe operation of electric passenger trains 


Island Rapid Transit Railway average about 1,000,000 


per month. .. 

A third branch, called the North Shore line, will be 
electrified in the immediate future. It is expected to 
complete this work by Jan. 1 of next year. This divi- 
sion handles not only passenger traffic, but also heavy 


Been Entirely Reconstructed and Modern Signals Installed 


a 

freight traffic, as it connects with the main line of the 
Baltimore & Ohio Railroad by a bridge across the 
Arthur Kill. Only comparatively light freight traffic 
is carried on the other divisions of the Staten Island 
Rapid Transit Railway. For the present it is planned 
to continue all operation of freight trains by steam loco- 
motives. Two electric locomotives have been ordered, 
however, and eventually operation of the entire system 
will be by electricity. 

As a result of the electrification, it has been possible 
to reduce the schedule running time of trains five min- 
utes between St. George and South Beach, and ten 
minutes between St. George and Tottenville. Another 
important advantage is the elimination of smoke in 
the tunnel located just outside the St. George terminal. 
With steam trains operated on a short headway, this 
was a great nuisance. Important economies in trans- 
portation costs will result from the reduction in the 
number of trainmen required. 

Power for the operation of trains is obtained through 
a 600-volt direct-current overrunning third rail system. 
It is supplied at 33,000 volts, three-phase, 60 cycles from 
a new generating station of the Staten Island Edison 
Company at Livingston. Distribution is through five 
substations having an aggregate capacity of 10,000 kw. 
Two Westinghouse 1,000-kw. rotary converters will be 
used in each substation. A system of supervisory con- 
trol places the operation of the entire power system in 
the hands of a traffic operator located at St. George. 
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Driving Wheels Are of Larger Diameter than the Trailer Wheels 
of This Truck, and the Bolster Is Slightly Offset 
to Compensate for This Difference 


This distribution and control system will be described 
at greater length in a future issue of ELECTRIC RAILWAY 
JOURNAL. 

In connection with the electrification project, it was 
considered desirable to rebuild almost entirely the track 
throughout the system, replacing the old 80-lb. rail 
by 100-lb. A. R. A. rail. On all work up to the present 
33-ft. rail lengths have been used, but on the proposed 
North Shore electrification it is planned to use 39-ft. 
rail. Third rail is of the section that has been used 
extensively in the past on the rapid transit lines in 
New York City and weighs 150 lb. per yard. The 
method of support and protection for the third rail was 
described at length in the article published in this paper 
May 17, 1924. 

New creosoted wood ties have been installed wherever 
needed. Old ties found in good condition were allowed 
to remain. Extra length ties are placed at intervals 
to support the third rail. It is planned to use rock 
ballast eventually on all track, although at present one 


| 
i, 
He 
Ht 
a 


; : 
Elizabeth 
AHH 


LEO Rp 


Richmond 
-“Arlington 


| Richmond, 
(Court House) 


rit 


a Rahway 


Great 
e) 


Ta 
Perth Amboy / 
bres 


Va = N34 


Routes of the Staten Island Rapid Transit Railway. Solid Lines 
Indicate Present Electrified Mileage. Dotted Line Indicates 
North Shore Division, Which Is to Be Electrified 
in the Near Future 
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short section still has gravel ballast. This will be re- 
ballasted after the North Shore electrification has been 
completed. 

Running rails are bonded with two 250,000 cire.mil 
copper flame-welded bonds per rail joint, giving a ca- 
pacity of 1,000,000 circ.mil per track. The third rail 
has four bonds of 400,000 cire.mil, giving a total con- 
ductivity of 1,600,000 circ.mil. Two sections of the 
third rail, each 1,000 ft. long, have been thermit welded. 
Careful consideration was given to the question before 


using welded third rail, on account of the possibility of. 


the rail being bent out of shape by a car derailment. 
Although a 1,000-ft. section of 150-lb. thermit-welded 
rail would be a heavy unit to handle conveniently under 
such circumstances, it was decided to install two such 
sections and in case of trouble simply to cut out the 
damaged section of rail, and allow the undamaged por- 
tion to remain in place. In cost the thermit joint was 
considerably lower than the bonded joint. 


Multiple-unit cars having the same exterior dimen- 


sions as those operated on the Brooklyn-Manhattan 
Transit lines will be used on Staten Island. This will 
make possible the operation of cars through the pro- 
posed tunnel under the Narrows and anywhere on the 
B.-M. T. system. The new cars were built by the Stand- 
ard Steel Car Company. Eighty have been delivered 
and ten more are on order. The length over buffers 
is 67 ft. and width over door sills is 10 ft: 

Seats are provided for 71 passengers. The seating 
arrangement differs from that used on the B.-M. T. 
cars in that cross seats are used throughout except at 
the ends and opposite the center doors. In the latter 
location, longitudinal seats have been arranged to drop 
into place on the blind side. In arrangement of doors 
also the Staten Island cars differ from those used by 
the B.-M. T. Each car has ten doors, one at each end 
for communication with the adjacent car, one at each 
end on each side, and two in the middle on each side. 
All doors are operated by electro-pneumatic door en- 
gines, controlled by push buttons located at the center 
and ends of the cars. Control circuits for these en- 
gines are connected to a 32-volt storage battery. To 
prevent the doors being opened while the car is in mo- 
tion, a safety relay is provided which prevents the 
door engines from acting until the car comes to a 
stop. Provision is made for the independent operation 
of the door of the motorman’s cab when the end side 
door is at the operating end. 

Trucks of a particularly heavy type will be used. 
Each car will be equipped with two motors and each 
truck will have one pair of driving wheels of 344-in. 
diameter, and one pair of trailer wheels of 31-in. diam- 
eter. To compensate for this difference the truck bol- 
ster will be offset 34 in. from the center line. The 
appearance of this truck is shown in an accompanying 
illustration. 

The motors are GH-282, having a capacity of 200 hp. 
each. The main controller consists of ten contactors 
operated by cams on an engine-driven shaft. A master 
controller in the motorman’s cab operates on the 32-volt 
storage battery circuit. The battery is normally 
charged by being connected in the negative side of the 
compressor circuit. Relays are provided for the con- 
trol of battery charging, and if the potential drops 
below 28 volts an additional charge is automatically 
made from the third rail through a resistance. 

Master controllers are equipped with a “dead man” 
release and are so connected that when the control 
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The Width of the Car Makes the Interior Unusually Roomy. 


Seats Are Provided for 
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71 Passengers. In the Motorman’s Cab the 


Control Is on the Left and Brake Handle on the Right, as in the Cab of a Steam Locomotive 


handle is released an emergency application of the 
brakes is made unless the reverse handle is placed in 
the neutral position. The controller has two drums, 
one for forward and reverse and the other for series 
parallel operation. The reverse drum has three posi- 
tions, off, forward and reverse. The main cylinder has 
four positions including off, switching, series and 
parallel positions. In the switching position all motors 
and resistance are in series for switching movements. 
Acceleration is automatic. The gear ratio is 62/21 and 
provides a speed with motors in series of approximately 
20 m.p.h., and in full parallel of approximately 50 m.p.h. 
Maximum speed is obtained with reduced field con- 
nections. 

One of the features of this equipment is an arrange- 
ment for dynamic braking, which can be used in case 
the power is cut off from the third rail. This connec- 
tion is obtained by the motorman by operating the re- 
verse and main control handles. Electric braking is 


obtained by changing the motor conneztions. To pro- 
vide for emergency operation with one motor in case of 
motor trouble a cutout switch is used which enables the 
operator to handle the car at a somewhat reduced rate 
of speed. 

Each car carries four contact shoes which are con- 
nected to a train line bus connecting all of the shoes on 
the train. Power is, therefore, available when any one of 
the third rail shoes is in contact with the rail. A bus line 
switch is located at the end of each car, so that the 
bus line can be disconnected from the coupling while 
making up the train. The switch is easily accessible to 
the trainmen when coupling cars. This arrangement 
reduces the likelihood of the brakeman coming in con- 
tact with any live part. 

Cars are heated electrically by power from the 600- 
volt bus by means of coil-type heaters located under both 
longitudinal and cross seats. A panel in the motorman’s 
cab controls the heaters, providing for the use of power 


All Station Platforms Are Level with the Car Floors, Thus Facilitating 


Entrance and Egress of Passengers 
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The Entire Staten Island System Has Been Reconstructed, 100-Lb. 
A.R.A. Running Rail and 150-Lb. Third Rail Being Used 


on all or part of them. The temperature of the car is 
further regulated by a thermostat. 

Lighting is provided by four 600-volt circuits of five 
lights each, controlled from a master switch on the main 
switch panel. Headlights are also controlled from this 
panel, including four marker lights, two in the upper 
deck and two just above the floor line of the car. Color 
changing devices are provided by which green, yellow 
or red display may be obtained for each of the two upper 
marker lights. A telltale signal in the motorman’s cab 
gives indication when all of the doors of the train are 
closed. Six small emergency lights are also provided 
in the car body which light automatically when con- 
nection with the third rail is cut off. 

Electric service will be operated with one motorman 
and one conductor per train, and one brakeman for each 
two cars. Former enginemen have been trained as 
motormen, and have taken up the new work with com- 
plete success. To make the change easier for them the 
controller has been placed on the left and the air brake 
on the right, as on a steam locomotive. This arrange- 
ment differs from that used on the B.-M. T. cars. Con- 
ductors are required to collect fares of passengers 
boarding at stations other than terminals. At St. 
George and during certain periods at South Beach, fares 
are deposited in platform fare boxes before passengers 
board the trains. Those boarding elsewhere, however, 
pay the conductor, who records them on an overhead 
register. The principal duty of the brakeman is the 


New A.C. Color and Position Signals, Have Been Installed in Place 
of Old Banjo Signals 


operation of doors. All station platforms are level with 
the floors of the cars, so that passengers step directly 
from the car to the platform, or vice versa, and the 
brakeman can easily watch the loading and unloading 
for his two cars. No change has been made in platform 
heights because of electrification. 

New a.c. color and position signals have been installed 
in place of the old d.c. banjo signals. Two red lights in 
a horizontal line indicate a train in the block immedi- 
ately ahead and require a dead stop. Two amber lights 
on a diagonal line indicate a train in the second block 
ahead and constitute a warning to be cautious. A clear 
track for at least two blocks ahead is indicated by two 
green lights in a vertical line. Signal spacing varies 
according to local conditions. : 

Inauguration of electric service on the Perth Amboy 
division took place on July 1 amid festivities arranged 
by the company and the civic organizations of various 
towns along the route. Actual operation had been 
commenced on the East Shore division on June 5, and 
several test runs to Tottenville had been made prior to 
the official opening. Stations along the line were pro- 
fusely decorated with bunting and flags. Addresses of 
welcome were delivered by the Borough President and 
other officials. Music from numerous brass bands 
greeted the arrival of the official train at the various 
stations. Optimistic predictions were made concerning 
the future growth of the Borough of Richmond follow- 
ing this modernization of the rapid transit system. 


Thermit-Welded Joints on the Third Rail Were Made at Less 
Cost than Bolted Joints” 


Two Flame-Welded Copper Bonds Span Each Joint 
in the Running Rail 
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Mlectric Railways Must Keep Ahead 
of Other Agencies, or Go 


Improve Service, Adopt Bus, Forget Politics, Trust Public, L. S. 
Storrs, Managing Director for Electric Railway Industry, Tells New 
York Transportation Men at Bluff Point—Insists Electric Lines 
With Buses Added Will Carry Mass of Public If They Keep on Toes 


improving service, avoiding politics and being 
frank with the public. Lucius S. Storrs, managing 
director of the American Electric Railway Association, 
laid this doctrine down as a criterion to achievement 
for the industry at the annual convention of the New 
York State Railways Association at Bluff Point. The 


G iment for the electric railways lies through 


bus is here to stay, old methods of playing with shifty 


politicians are gone, and the public will be fair if it is 
given service and is told the truth, Mr. Storrs declared 
bluntly. 

“That the bus is going to wholly supplant electric 
railways is a ridiculous assertion,” he said. ‘That we 
can utilize it as a part of our service is true. Within 
the next few years bus transportation will be conducted 
on a scientific, profitable and properly controlled basis 
and electric railway companies will be operating the 
greater part of the bus services.” 

Three major problems face electric railways today, 
Mr. Storrs said. They are: modernization of equip- 
ment, including co-ordination of electric car and bus 
service; informing the public regarding local trans- 


Mr. Storrs Explains Vital Problems 


Before the Industry” 


HE electric railways of New York 


house for ideas believed to be for the 


portation facts, and securing remedial legislation 
necessary to better service by open and aboveboard 
methods. As for the political demagog Mr. Storrs said 
there is only one way to silence him. Here is his sug- 
gestion: First, place your house in order, and then meet 
his every false statement with facts. 

According to Mr. Storrs, there has been entirely too 
much politics in traction or too much traction in 
politics. To use his own words: “More and more we 
are getting out of this slough, and it a healthy sign.” 
Later he said: “I have said earlier that styles in trans- 
portation have changed very materially within recent 
years. It is unnecessary for me to say that styles in 
our legislative halls have changed just as materially and 
good business judgment, if no other reason, ’should 
prompt any man approaching a public official to 
recognize the existence of this changed condition.” 

These are merely some of the high spots. In conclu- 
sion Mr. Storrs said: ; 

“We cannot succeed under any narrow, selfish plan, 
nor do we deserve to.” 

His speech follows: 


destined wholly to supplant the elec- 
trick car: 

However, the mere fact that the elec- 
tric car seems best suited to supply 
the principal form of local transporta- 
tion doesn’t mean that the car of 
twenty years ago nor even the car of 


State represent annually in pas- 
sengers carried, operating revenue, 
number of cars run and, almost, num- 
ber of companies, one-fifth of our great 
industry. There are 101 companies 
with almost 19,000 cars operating in 
the state. Last year they carried 
about 3,500,000,000 persons and had 
total operating revenue of $187,000,000. 
The entire industry embraces upward 
of 800 companies, with 105,000 cars 
and carries 16,000,000,000 passengers 
annually with an operating revenue 
of approximately $1,000,000,000. 

Because you do represent about one- 
fifth of this industry, which today is 
in an unprecedented state of transfor- 
mation, you have a serious obligation 
resting upon you. It is my intention, 
therefore, to tell you, as briefly and 
plainly as possible, some of the things 
which I regard as vital to our future 
success. I am not setting myself up 
as a seer nor as a dictator, but rather 
as an employee of yours who is acting 
in the capacity of a national clearing 


*Address presented at the annual meet- 
ing of New York Electric Railway Associa- 
tion, Bluff Point, N. Y., June 26-27, 1925. 


good of the whole industry. 

Four major problems today face the 
electric railway companies of New 
York State. They are: Modernization 
of equipment, including co-ordination 
of electric car and bus service, inform- 
ing the public regarding local trans- 
portation facts, obtaining greater co- 
operation among individual utility men 
for the general good of public service, 
and, finally, the securing of remedial 
legislation necessary to better service 
by open and aboveboard methods. 

The question of modernization of our 
equipment admits of no discussion. 
The electric railway industry must 
keep pace with the times or it will 
pass out just as surely as did the horse 
car. It must constantly improve 
its electric cars and supplement its 
service with buses and such other 
forms of conveyances as are useful and 
in keeping with the public demand. 

There is no doubt but that the elec- 
trie car will continue to supply the 
chief means of moving large bodies of 
people. World-wide tests of the bus 
have shown that while it has a distinct 
place in local transportation, it is not 


today is destined to fill this need in- 
definitely without improvement. It 
must be improved constantly. Oper- 
ators of electric railways and manu- 
facturers of electric cars must be fully 
as aggressive in their effort to mod- 
ernize their cars as the bus and auto- 
mobile manufacturers. It is a regret- 
table fact that to date this has not 
been done. The blame for this situa- 
tion is variously placed, but I am 
convinced that we operating men are in 
a great measure responsible. It has 
been clearly demonstrated repeatedly 
that if an operator will be insistent 
enough he will get improved equip- 
ment. He should not be forced to take 
this position, but so long as he is, 
his good business judgment should 
impel him to maintain a firm stand 
and get the modernization that his buy- 
ing public demands. 

There is much truth in the defense 
that many companies have found it 
difficult to finance new equipment, but 
to say that it is an impossible task is 
unwarranted. The local transportation 
company which doesn’t supply attrac- 
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tive service cannot hope to do a profit- 
able business any more than the mer- 
chant whose shelves are filled with 
shopworn or old fashioned goods. The 
selling of rides is a plain business 
proposition. The merchant who deals 
in the best and cheapest rides is going 
to get the business. Conversely, the 
merchant who carries a stock of in- 
ferior rides and inadequately covers 
his territory is not going to get the 
business. This fact is founded on a 
plain- business principle which is 
equally true in the sales of rides or 
anything else. 


THE PLACE OF THE BUS 


The effort to find the place of the 
bus in local transportation has caused 
voluminous discussion, brought grief to 
many electric railway companies and 
profit to a few, but the end is not 
yet. The local transportation man 
who doesn’t realize that there is a 
place in our industry for the bus is 
failing to recognize a very important 
fact. That the bus is going wholly to 
supplant electric railways is a ridicu- 
lous assertion. That we can utilize it 
as a part of our service is true. 

The tangie and chaotie condition of 
local transportation in some places 
today is due in great measure to the 
bus. It is being produced in large 
numbers, and a vast army of high- 
powered salesmen, spurred on by keen 
competition, are doing their utmost to 
find a place for their output. An 
honest effort is being made by a 
majority of the leading bus manufac- 
turers to place their product first with 
electric railways, but failing in this, 
they turn to independent operators. 
Electric railways are rapidly assimilat- 
ing this new form of conveyance. More 
than 200 now are supplementing their 
car service with the bus. However, 
there are many independent lines, 
and, because of lack of national leg- 
islation, and in some cases local 
legislation, defining the bus as a 
common carrier, there exists much 
duplication of service. Likewise, there 
is a great lack of authentic information 
regarding the actual cost of operation 
under all conditions, and this fact, 
coupled with a desire of unseasoned 
transportation men to plunge into what 
appears to be a bonanza, is responsible 
in great part for the present condition. 

This situation, however, will not 
continue. Economic laws, if nothing 
else, will prevent it. Within the next 
few years bus transportation will be 
operated on a scientific, profitable and 
properly controlled business basis, and 
when that time comes you will find 
electric railway companies operating 
the greater part of the local buses 
in the United States. Our industry 
has supplied the bulk of local trans- 
portation during the last 35 years and 
it is going to continue to do so. Fur- 
thermore, it will supply it at a profit 
because people of this country will 
always pay a fair price for adequate 
transportation service, once they are 
made to. understand all the facts about 
it, and we must and will tell them the 
facts. 

Our industry would not have. arrived 
at its present state if we had not been 


too slow in getting all the facts to the 
people. Marked progress in supplying 
the public with information has been 
made throughout the United States in 
the last five years, but even today the 
job is not being done adequately. This, 
I regret to say, is truer in New York 
than in some other states. 

Does any one seriously contend that 
if our industry had begun twenty or 
even ten years ago in New York State 
to enlighten the riding public regarding 
the facts on local transportation that 
the demagogues would be riding as 
high as they are today in many com- 
munities? I think not. 

“Bunk” is the only word that ade- 
quately expresses the majority of the 


Wants Open Dealing 


There is a wide differ- 
ence between the earnest 
office holder who is anxious 
to do constructive work for 
his community and the type 
of professional politician I 
have in mind. I strongly 
advocate working with our 
public officials. But I insist 
that it should be work in 
the open. Only by such 
effort will much badly need- 
ed_ legislative 


assistance, 
both state and national, be 
obtained. To obtain relief 
from our present situation, 
we must first get the facts, 


next we must broadcast 
them in the widest possible 
manner, and, finally, we 
must approach our govern- 
ing bodies openly. 


—L. S. Srorrs. 


derogatory and libelous statements 
which are broadcast throughout New 
York almost daily by the anti-trans- 
portation group of politicians. Any 
one who knows the facts recognizes 
the falsity of many of these statements, 
but how can the public be expected to 
know that these statements are not 
true if the transportation men them- 
selves do not refute them? 

There is only one way to silence the 
demagog. 
house in order, and then meet his every 
false statement with facts. New York 
State local transportation men as an 
industry never have provided their 
riding public with the facts regarding 
their business except sporadically and 
as a result, in many cases critics have 
run away with them. In this respect, 
New York, providing more rides than 
any state in the Union, is far behind 


That is, first, place your 
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many other states. In more than 35 
states in this country the transporta- 
tion men have joined hands, and 
through the creation of committees 
supplying unquestioned information re- 
garding their business are meeting the 
attacks of their opponents and inform- 
ing the public fully regarding their 
business., They are accomplishing this 
in a straightforward, honest manner. 
No tricksters, no high-powered pub- 
licity men who are purported to have 
“pull” in newspaper offices, nor other 
similar agencies are employed. These 
committees have been formed with the 
announced purpose of making available 
facts and they are performing that 
service. They do not mix in polities, 
they do not hand out gratuities, they 
do not indulge in personal abuse of 
any man or organization. Day in and 
day out, month after month, year after 
year they make available the facts and 
nothing else. 

When these committees first were 
formed they were subject to attack by 
the opponents of the utilities, as it 
was expected they would be. But 
armed with facts, they answered their 
detractors, and today no one questions 
their honesty. Their houses are in 
order. They will answer attacks 
openly, and not through the month of 
a high-powered attorney, whose judg- 
ment of public relations may not 
always be the best. They have pro- 
ceeded on the theory that they have 
nothing to hide and that they have 
much to reveal. It has been a winning 
theory. . 


STILL NEED FOR TELLING THE STORY 


There is a broad place in the local 
transportation industry of New York 
State for such an organization. Indi- 
vidual units are doing well in telling 
their stories locally. There has been 
a vast increase in this local work 
among your companies in recent years, 
and I congratulate you on it. But. 
there is a state-wide job to be done. 
There are common attacks to be 
answered and common facts to be 
distributed. You are going to be told 
in greater detail by the speakers, I 
understand, ‘about the co-ordinated 
information efforts of our national 
association and companies in other 
states, and I hope that you will listen 
with great care to those details and 
move forward along similar lines. 

I said previously that the publicity 
work of these committees was divorced 
from politics, and I want to emphasize 
the wisdom of that attitude toward 
public relations. There has been en- 
tirely too much politics in the traction 
problem, or too much traction in pol- 
itics, as you like. More and more we 
are getting out of this slough, and it 
is a healthy sign. 

There are some who hold it is in- 
evitable that our industry should re- 
main in politics. I do not in the 
slightest respect agree with this as- 
sertion. Of course just so long as 
any part of our industry suffers from 
the politico complex and says polities 
is the only way out, we hall remain in 
that rut. It may be the short way 
out, or the easy way out, but it is not 
the only way, nor is it the right way- 


| 


July 4, 1925 


Some day, I hope, the local transporta- 
tion men of this country, as a whole, 
will realize that if they sell themselves 
and their service to the people there 
need to be no fear of unwarranted 
attacks, nor any danger of the people 
being misled by specious arguments. 

I know of no more fertile field for 
showing the country that we are not 
in politics than in New York State. 
You have the service, you have the 
business to draw on and you have 
riders who, I believe, are willing and 
anxious to work with you for better 
service, brought about outside the 
realm of politics. No better move in 
getting the people behind us stronger 
in this state can be made than through 
giving them more facts about our serv- 
ice through unquestioned channels and 
giving a certain type of politician the 
widest possible berth. 

I do not mean by this that it is 
advisable or possible for any public 
utility man to steer entirely clear of 
officeholders. But there is a wide 
difference between the earnest office- 
holder who is anxious to do construc- 
tive work for his community and the 
type of professional politician I have 
in mind. I strongly advocate working 
with our public officials. 
that it should be work in the open. 
Only by such effort will much badly 
needed legislative assistance, both state 
and national, be obtained. 


REMEDIAL LEGISLATION NECESSARY 


There is a crying need for remedial 
legislation in transportation matters. 
This is particularly true in New York 
State. Our transportation companies 
are overburdened with taxes and many 
unjust imposts. New York has not 
granted its local transportation com- 
panies the relief that they should have, 
but our industry has been fortunate 
in having a study of the tax situation 
made by Congressman Frederick M. 
Davenport, formerly a member of the 
Senate of the state of New York. He 
found great inequalities in taxation, 
not the least of them being that real 


But I insist" 


estate was paying 2.75 per cent on its 
property value in taxes, while electric 
railways were paying 15 per cent. 

In discussing this matter before a 
meeting of the American Electric Rail- 
way Association,* in two paragraphs 
Mr. Davenport summed up what I 
regard as the crux of this entire situ- 
ation. After emphasizing the unfair- 
ness of the taxes, he pointed a way to 
get relief. Some of you may have read 
these remarks, but even if you have, 
they are well worth repeating. In fact, 
I wish that they might be printed in 
large type and placed on the office wall 
of every executive connected with an 
electric railway in the state of New 
York. This is what he said: 


Facts, TIME AND CONCILIATION 


“T might in reaching my conclusion 
advise you not to try to force through 
legislation by more or less clandestine, 
undesirable means. Great harm has 
been done by such a method in the 


‘past, and I have never seen a business 


group try that way of securing leg- 
islation that didn’t get the worst of it. 
What are required, chiefly, are facts, 
time and conciliation. See that the 
sort of thorough inquiry which has 
been made in New York State is made 
in other states, and have these figures 
so verified and substantiated that you 
know exactly what they are, and then 
you can have a real, fundamental drive 
upon intelligent public opinion. 

“Tt is a human problem, and have 
those of your representatives who have 
the human nature best. developed 
present these matters to the public 
bodies. You have the argument, you 
have the facts and figures on your 
side so far as taxation burdens are 
concerned. You have behind you the 
facts and conclusions which I hold are 
incontrovertible. Get the facts and 
figures just as widely distributed as 
you can. Keep your own record high- 
minded and clean, and I thing in time 


*See ELECTRIC RAILWAY JOURNAL, Feb. 17, 
1923, page 277. 
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you are bound to win, because truth is 
mighty and will prevail.” 

Congressman Davenport emphasized 
in these remarks the point that I want 
to leave with you today. . To obtain 
relief from our present situation, we 
must first get the facts, next we must 
broadcast them in the widest possible 
manner, and, finally, we must approach 
our governing bodies openly. 

I have said earlier that styles in 
transportation have changed very ma- 
terially within recent years. It is un- 
necessary for me to say that styles 
in our legislative halls have changed, 
just as materially and good business 
judgment, if no other reason, should 
prompt any man approaching a public 
official to recognize the existence of this 
changed condition. 

UNITED ACTION DESIRABLE 

Let me urge you, in closing, that 
our duty is to attack public utility 
problems as an industry and not as 
individuals or separate groups. No one 
reviewing either the national or state 
history of public utilities in the last 
twenty years will fail to recognize the 
urgency for this move. It is incom- 
prehensible how any group of men with 
common interests such as ours should 
fail to recognize that in union there is 
strength and that the mass formation 
usually wins and individual efforts 
usually fail. Of course, united effort 
never can result in achieving every- 
thing that each individual desires, but 
it does usually result in the greatest 
good for the greatest number. 

And when we speak of the greatest 
number in this connection, that num- 
ber must not mean a small group of 
outstanding utility executives, but the 
great body of investors in public utility 
securities, and, finally, above all, the 
public, which is dependent on us for 
service. This must be the guiding 
thought in our every endeavor. With 
such a plan we can restore the local 
transportation business to the high 
plane which it deserves to occupy. 

We cannot succeed under any nar- 
row, selfish plan. Nor do we deserve to. 


HE question of modernization of our equipment 


admits of no discussion. 


The electric railway: 


industry must keep pace with the times or it will pass 
out just as surely as the horse car. It must constantly 
improve its electric cars and supplement its service 
- with buses and such other forms of conveyances as are 
useful and in keeping with the public demand. 
—L. S. Storrs. 
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Central Location for Storeroom 


Found Advantageous 


New York State Railways at Its Syracuse Shops Has 
the Storeroom Surrounded on Three Sides by 
Various Maintenance Departments 


ENTRAL location of the storeroom with respect to 

other shop departments is shown to be valuable 
by the small force necessary and the orderly way in 
which supplies are handled at the Wolf Street shops 
of the New York State Railways, Syracuse. The store- 
room is surrounded on three sides by the carpenter 
shop, paint shop, machine shop and truck shop, the 
fourth side being used for bringing in stock on cars 
and sending out supplies to the various maintenance 
depots. 

Of seven windows provided around the walls for is- 
suing stock, five are in active use. Through one win- 
dow supplies for the carpenter shop are issued, through 
another paint supplies,.through the third machine shop 
supplies, and the two remaining windows are used for 
truck shop supplies. The material used by the various 
departments is grouped as far as possible close to the 
window through which supplies will be issued. _ 

The storeroom is divided into sections, each of which 
has a lettered designation. This designation is painted 
in large letters on the walls of the section above the 
bins. All small material is kept in bins, which are of 
galvanized iron and are adjustable. Surrounding the 
storeroom is a balcony, whose floor is on a level with 
the various shop departments. Bins for storage of 
small material surround the walls of this balcony, and 
they extend to a height of from 8 ft. to 10 ft. above 
the balcony floor. This gives space for eleven to four- 
teen rows of bins. Access to the upper sections is by 
a ladder which runs on a track and can be conveniently 
pushed to any location. Each bin has a card designation 
which gives the class of material, the section letter, bin 
number and additional information, such as pattern 
numbers, catalog numbers, ete. This corresponds to 
the entries in the stock ledger. Whenever material is 
withdrawn the quantity is entered in the stock ledger, 
so that a perpetual inventory is obtained. 

The lower floor of the storeroom is about 10 ft. 
below the balcony. This is used particularly for larger 
parts, but it also contains some bins for surplus mate- 


Section of Storeroom in Syracuse, Showing Arrangement of Bins 
and Method of Storing Reels of Wire 
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The Office of the Storekeeper Is Located at the Receiving End of 


the Storeroom, An BHlevator Carries Parts from the 
Lower Floor to the Balcony 


rial. The storeroom is served by an overhead crane 
and there is also an elevator from the lower floor to 
the balcony on one side. 

In the arrangement of parts, particular attention is 
given to making them accessible, so that one man can 
handle the parts without difficulty. This has resulted 
in. a reduction in the number of employees necessary, 
so that but two clerks are needed for issuing supplies, 
and these clerks also receive the material. As an ex- 
ample of convenience of the arrangement, one of the 
illustrations shows the method of storing wire on reels. 
These are so placed that one man can draw off the wire 
and measure it without lifting a reel from its location. 

An extension of the balcony out into the center of 
the room makes it possible to bring cars loaded with 
material directly into the storeroom. This extension 
is provided with standard gage track. It is supported 
by columns built up of steel channels. This construction 
is of particular convenience, as heavy parts can be 
handled by the overhead crane directly to the points 
where they are to be stored. The track is also used 
for bringing in the supply cars which make daily trips 
to the various maintenance depots. These cars not only 
carry supplies from the storeroom but also take repair 
parts which are sent out by the various shop depart- 
ments. 


Service Bureau Outlines Simplified 
Payroll 


N ELECTRIC railway group insurance policyholder 
ef the Metropolitan Life Insurance Company re- 
cently made a request that the service bureau study its 
method of figuring and distributing the payroll, with a 
view to simplifying it. A member of the bureau’s staff 
went over the details of the company’s present practices, 
and submitted a report which contained a drawing of a 
new payroll form and an explanation of its use. Several 
simplifications were suggested to eliminate features 
which had previously made the figuring and distribution 
of the payroll a difficult piece of work. The existing 
practice had been to carry three separate payrolls for 
three divisions of the railway, regardless of the fact 
that many of the men worked on all divisions, and so 
were represented on all payrolls. Simplified distribution 
methods were outlined by the bureau’s representative. 
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| A Radical Departure in Bus Design 


New Electric Drive Vehicle with Provision for 44 Seated Passengers Is Mounted on Two Swiveling 
Four-Wheeled Trucks—Steering Arrangements Permit Bus to Turn on a Radius Little 
Greater than Its Own Length—Novel Body Construction with Power 
Operated Doors Facilitates Passenger Movement 


This Newly-Developed Bus Differs Widely from Previous Designs. 


‘he Frame Is Similar to That of a Street Car and the 


Vehicle Is Electric Drive 0n Two Independent Four-Wheeled Swiveling Trucks 


RECEDENT has been laid aside in a new type of 

bus recently demonstrated at Albany, N. Y., be- 

fore a group of electric railway and municipal offi- 
cials and other guests. The new vehicle differs 
radically in having two independent swiveling trucks, 
and a structural steel framing without a chassis of the 
ordinary automotive type. Electric drive is another 
important feature. The development is the result of 
several years of intensive experimentation by the Ver- 
sare Corporation of Albany, N. Y. The company is now 
proceeding with manufacturing plans, according to its 
president, Frederic Pruyn. 

Since each of the four-wheeled bogie trucks is a self- 
contained unit, the body which holds the two together 
can be varied in length and therefore in seating 
capacity. The first bus of this type to be built in 
complete form, and which was exhibited at Albany, 
can seat 44 passengers. Of these 32 are provided for 
on standard cross seats, and the rest on a single 
U-shaped seat placed along the sides and across the 
rear end. In addition, allowing 12 sq.ft. per passenger 
there ifs a nominal capacity for 52 standees. For 
handling freight a vehicle is being developed such that 
a capacity of 15 tons can be secured, without exceeding 
the legal load allowed on 8-in. solid tires. 

Electric drive combined with a steering system that 
permits each wheel to run on a true circle of unusually 
small diameter has made practicable the development of 
an eight-wheeled vehicle. It follows railway practice in 
the unit construction of the bogie trucks with the body 


serving as the structural connection. A 32-volt battery 
and lighting generator furnish electric power for start- 
ing the engine and for the regular lighting system. 
The electrical brake is another radical departure from 
automotive practice. It is foot-actuated by the stand- 
ard service pedal, so that the electric motors do the 
bulk of the stopping work, although there are also 
air and manual systems to fall back on in the event 
of an emergency. 

Each of the bogie trucks is a small chassis in itself. 
The wheelbase is 54 in. The one at the rear, which is 
shown in one of the illustrations, has a Sheldon front 
axle with a modified form of Ackerman steering. Slung 
by trunnions on a sub-frame is an electric motor, which 
is connected through a Spicer universal joint to the 
Eaton double-reduction rear axle. The springs, which 
are Sheldon 3x44 in., are underslung on the rear axle 
but mounted on top of the front axle. Instead of hav- 


BRIEF SPECIFICATIONS 


PasseneeLls: CADACLUYS. cmc eke rensicdnme sueds trectial avels 44 seated; 52 standing 
Weight completecss <ias ces minrtaee tani we gtoietata ers 16,500 lb. approx. 
Weight distribution......... Half on each truck with seated load 
Wheelbase, center to center of truck. : eee f 
54 in 


Wheelbase of each truck 


Gage, front and, rear se ase weer sae era é - 69 in 
Diameter turning circles, outside wheels........-.-:.s+eeees 43 ft. 
AT OLIMAL SPECS! cra stakes cea see re te tae oed MePoNpt a. «en aivah es o> 30 m.p.h. 
Leneth ower “alls cy. 5 qrctemmr meal elias a dirariara secre! stein iera tall sis ayia Sontt. 
Width over -rub Palla cenees et wetncae elie itele ete olevels areiase'e cs «5st 96 in. 
Width..of door, cELGont \ 5 eit erat ue eeinieset oe ait sete ans « 24 in. 
Width ‘of {GoonT), Heaters circid teste oerreancat td tena sian) eden a snes s vdeneniecs 42 ft. 
Height, ground to top Of TrOOf...- 660. eee ee ces 8 ft. 8 in. 
Height, floor to carlines or ee ee ee 6 ft. 4 in. 
Peioht,.SVOUMAcLOs SED can ett cel tea Relate xi lanats ace 134 and 14% in. 
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in a true Ackerman action, instead 
of the modified action effected with 
| the ordinary single cross-rod. That 
' is, the wheels always roll tangent to 


their own circle of turning. 
Any movement of the front wheels 


sw K-Para//e/ 


feo 


of each truck, up to the maximum 


Typical Wiring of Main and Control Circuits. 
Klectric Braking Are Not Shown 


ing each spring attached separately to the chassis, a 
design has been worked out that places the two on each 
side in series, so practically a double-length spring 
takes up bumps or other road inequalities. To permit 
the two springs to work practically as one, they are 
connected through links to an equalizing quadrant, which 
itself turns on an SKF bearing. 

The front truck is much the same as the rear as 
regards axles, springs, motor installation, but is modi- 
fied to allow the engine and generator to be mounted 
above it. Maintenance economy has been sought here, 
and it is said that both front and rear trucks as well 
as the complete power unit can be removed and replaced 
with another set in less than three-quarters of an hour. 
To do this the body need not be disturbed at all. In 
this respect it follows standard street railway practice. 


ARRANGEMENTS FOR STEERING 


Interest centers in the method by which this vehicle 
with a total length of 38 ft. can be turned in a short 
radius so that it can be steered through traffic in 
congested city streets. The steering circle of the out- 
side wheels has been held down to a diameter of 48 ft., 
while the working circle required for total body clear- 
ance is only 473 ft. diameter. This is accomplished by 
connecting each truck to the body through a king-pin 
so that it is free to steer as an independent vehicle. 
When the driver turns the steering wheel, the motion 
is transmitted through a worm and gear reduction, and 
through a patented linkage to a three-armed lever on 
the front axle. Two of these arms are connected to 
the steering-knuckle levers, through rods that result 


Soe SRS Ss = a ee ee 


Connections for 


uA 1 angularity of 33 deg., determines 
£3 : the movement of the rear wheels, 
aS | but the latter take the same circle 

& ‘as the front wheels, so all of the 


eight travel on true circles. In the 
case of the rear truck, the front 
wheels are turned by a linkage con- 
nected to the body, which not only 
does the work of the driver in set- 
ting the front wheels, but also moves. 
them just the right amount to synchronize the two 
trucks. Stops are arranged so the trucks can turn only 
45 deg. from the body centerline. 


ELECTRIC DRIVE IS CONTROLLED BY THE 
ENGINE THROTTLE 


The rear wheels of each truck are driven by a West- 
inghouse motor. Power is generated by a gas engine- 
generator set consisting of a Waukesha six-cylinder 
engine, giving 110 hp. at 1,700 r.p.m., direct-connected 
to a 40-kw. Westinghouse generator with a special 
shunt-wound field. Generator and motors are of the 
heavy-duty traction type, rated at 175 volts, and the 
three weigh about 2,300 lb. 

Fuel is fed to the engine by a dual installation of 
the Imco “Autopulse” magnetic pump, from a 40-gal. 
tank on the left side under the body. A Zenith SV-7 
carburetor, Fedders honeycomb radiator and Crane- 
Simplex muffler are used. Ignition is by Apollo mag- 
neto. Electrical accessories include Exide 15-cell 
battery of 155 amp.-hr. rating, and Leece-Neville 
starter, and 600-watt generator, both of the 32-volt type. 

Control ordinarily is by the engine throttle, which 
gives speeds varying from a crawl to the 30 m.p.h. 
reached at 1,700 r.p.m. of the engine. The two motors 
are then connected in parallel. A series position is 
also provided, to give sufficient power on the heavier 
grades. During normal operation the generator voltage 
falls off above a certain speed, the drooping character- 
istic being great enough to prevent overloading of the 
engine. As a further means of insuring stable opera- 
tion part of the shunt field of the generator is sep- 


At Left—The Two Trucks Are Similar Except That the Front One Provides a Mounting for the Mngine-Generator Set. 


Truck Is Illustrated, 


The Kear 


At Right—Side View of the Rear Truck, Showing Series. Spring Connection 
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rately excited, from the battery of the starting and 
lighting system. The driver, therefore, has two con- 
trollers, one with four positions to give forward and 
reverse motor connections, and the other with four 
points to vary the resistance in the battery-excited field 
circuit. The main controller is at the left of his seat, 
and the other mounted on the steering column. 

For use in electric braking a third controller is 
connected with the driver’s brake pedal. As developed 
on the Versare installation, the first movement of the 
brake pedal cuts off the generator from the electrical 
system, and later positions graduate the resistance into 
the rotor circuits and connect the armature of one 
motor with the field of the other, and vice versa. Three 
frames each with 25 grids in series are mounted under 
the body and thus furnish ample resistance for braking 
work. 

On a 10 per cent grade the speed can be reduced to 
about 3 m.p.h. by electric braking, it is estimated. It 
would be about 4 m.p.h. on the level. To bring 


the vehicle to a stop, Westinghouse air brakes are used, 
with a two-cylinder compressor driven off the engine. 


of wood, braced by longitudinal steel members at top, 
center and bottom. Along their lower ends they are 
also braced by individual angles carried under the floor. 
The roof is of the monitor type, of plywood supported 
on U-shaped carlines 6 ft. 4 in. in the clear above the 
floor. 

Additional diagonal braces, of steel angles, are 
placed at each door, and also on the left-hand side 
opposite the doors. The general construction is indi- 
cated in an accompanying illustration. In the views 
of the rear bogie the body supports are shown. These 
consist of heavy rollers turning on Hyatt bearings, on 
which the steel floor rests,,or slides, when driving 
around a curve. When it is necessary to back the ve- 
hicle a heavy pin can be dropped into the notches at 
the rear of the bogie to hold it in the out-of-line 
position. 

Inside lighting is furnished by 24 Adlake fixtures, of 
the open-shade type, with 15-watt lamps. In the venti- 
lating system, air is exhausted through the monitor 
windows, fresh air entering through adjustable louvers 
on the sides just back of the dash. In the demonstra- 


The Trucks Can Be Turned Through 45 Deg. and Their Front Wheels Can Also Be Given an Angularity of 33 Deg. So That 
the Bus Will Turn in Little More than Its Own Length 


The valve handle is placed under the steering wheel. 
Two storage tanks, connected in series, are provided 
to eliminate moisture from the system. Chambers are 
mounted on all eight wheels, the pistons working inter- 
nal brakes mounted inside drums on the Budd disk 
wheels. ae aS) 

The rear wheels on each truck have side-by-side 
internal brakes, both connected to the air system. One 
get is also hooked up with a manual system, to a lever 
at the left of the driver. An emergency brake is fur- 
nished by the reverse position of the motors. 
are then joined in parallel and can be used in case the 
air fails. 

» FRAMING FoLLows RAILWAY DESIGN 


The body framing is designed to carry the passenger 
weight and at the same time has ample stiffness to 
transmit the load to the trucks through the king bolts. 
In this respect it follows street railway design very 
closely. Stiffness and strength are obtained by a floor 
built up of two sheets of steel, 0.025 in. thick, separated 
by V-shaped pieces of the same material, laid across the 
body for the full length. Window and door pillars are 


These . 


tion bus the doors are operated by hand, but it is 
intended to install electric door engines to control each 
one independently. The bumpers are of the USE make, 
with five assembled at the front on the engine su-frame. 
The same number are used at the rear, but w.th two 
on the body and the others on the bogie. 


One-Man Cars Continue to Be Satisfactory 


at Arnheim, Holland 


RNHEIM, HOLLAND, which was one of the first 
A cities in Europe to put on any considerable number 
of one-man cars, reports they are continuing to give 
satisfaction after three years of service. In a recent 
article in Verkehrstechnik, P. N. Nieuwenhuis, man- 
ager of the system, says that in cars seating more 
than 40 passengers it has been found necessary to 
provide separate entrance and exit. Passengers enter 
at the front and leave at the rear, and both entrance 
and exit doors are operated by levers from the motor- 
man’s position. Since April, 1924, all the cars on the 
system have been one-man cars. 
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Se 
E The Readers Iocan 


Passenger Comfort Should Be Considered in 
Solving North Jersey Transit Problem 


NEw YORK, N. Y., June 9, 1925. 
To the Editor: ; 

Considerable newspaper publicity was given recently 
to a report of the North Jersey Transit Commission 
which recommends the removal of existing railroad ter- 
minals from the west shore of the Hudson River to a 
point 2 or 3 miles inland. From there it is proposed 
to build a loop subway to carry passengers to New 
York City, the present ferry service between New 
Jersey and New York being discontinued. A descrip- 
tion of the proposed plan was published in ELECTRIC 
RAILWAY JOURNAL for Feb. 7, 1925. 

In behalf of this plan it is claimed that the present 
popularity of the Hudson & Manhattan tube service 
indicates a public preference for such means of trans- 
portation. Figures compiled by the commission show 
a total of 103,763 eastbound railroad passengers from 
the various terminals on the New Jersey side crossing 
to New York on an average day. Of this number 
60,761 or approximately 58.6 per cent use the ferry. 
This comparison is perhaps not a criterion of the rela- 
tive popularity of tunnels and ferries, because the 
passengers from the New Jersey Central and West 
Shore terminals have no opportunity to use the tubes. 
From the Hoboken terminal of the Lackawanna Rail- 
road and the Jersey City terminal of the Erie raiload, 
however, where a choice of transportation is available, 
there are a total of 67,099 passengers going to New 
York of whom 29,471 or about 44 per cent take the 
ferry. This would seem to indicate that a considerable 
number of passengers still prefer that facility and imply 
that those who use the popularity argument in behalf of 
the proposed subway are on uncertain ground. 

Preference for the ferry is easily understood. Many 
people like it because it is more comfortable and 
convenient. Congestion in the present tubes is great 
during the rush hour. Moreover, with the expansion, 
particularly in lower Manhattan, of office building con- 
struction close to the waterfront, the ferries carry a 
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large and constantly increasing volume of traffic closer 
to its ultimate destination than present or Brerered 
rapid transit lines. 

Conditions which now cause many people to prefer 
the ferry would not be improved by the proposed sub- 
way loop. As there are more than 100 railroad trains 
averaging eight to ten cars each arriving at the New 
Jersey railroad terminals during the maximum hour, 
a headway of about one minute in each direction would 
be required on the loop for the same standard of pas- 
senger comfort that now prevails on the steam rail- 
roads. Obviously such a short headway would be 
impossible. The alternatives would be the construc- 
tion of a three-track tube, or greater crowding. . The 
latter is almost certainly what would actually happen, 
and for that reason many people are opposed to the plan. 

Another argument used in favor of the subway loop 
is that the waterfront property now occupied by the ferry 
facilities is too valuable for such use. Without making 
a detailed study of the matter, it is impossible to weigh 
accurately the merits of this contention. It would 
seem, however, that the carrying charges on this prop- 
erty would be likely to be much less than that on the 
three-track or four-track tunnel which would be 
required to provide adequate rapid transit facilities. 

ROBERT T. VEIT. 


Los Angeles Tries the Semi- 


Convertible Car 


EPARTING from the standard “California” type 

cars having open sections on both ends and an 
inclosed center section separated from the rest of the 
car by sliding doors and bulkheads, the Los Angeles 
Railway has recently placed in service a semi-convertible 
car. This has no open section or bulkheads and the 
seating arrangement, that of alternate transverse and 
longitudinal seats, is new in that city. White composi- 
tion hand grips placed above the longitudinal seats only 
replace the leather straps. 

The car is equipped with four 514-L Westinghouse 
motors and Westinghouse Traction Brake Company 
variable load brakes. This is the first car of the system 
on which variable load brakes have been tried. The car 
was designed by the engineering department of the 
railway and built by the St. Louis Car a The 
wheels are 26-in. rolled steel. 


Semi-Convertible Type Car Being Tried in Los Angeles, 


Alternate Side and Cross Seats Are Shown at Left 
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Association News & Discussions 


New York Associ 
Meeting at 


ation Holds Large 
Bluff Point 


Many Papers Presented Treating of a Large Number of Topics— 
Mr. Storrs Makes Stirring Appeal to Railway Men—Comments 
on Maintenance Arouses Discussion 


LUFF POINT, N. Y., welcomed 

the largest number of delegates 
who have ever attended a meeting of 
the New York Electric Railway As- 
sociation ‘at Lake Champlain, when 
nearly 300 gathered at the hotel on 
Friday, June 26, in attendance at the 
43d annual meeting of the association. 
Some had motored to Bluff Point, others 
had come by railroad, and stil) others 
had toured in one of the several buses 
which were on exhibit at the meeting. 
Altogether, there were two Yellow 
coaches, one of the city type and one 
of the interurban type built for the 
Colonial Motor Coach Line, a_ Six- 
Wheeler coach, a Mack and a White. 
Through the courtesy of the owners of 
these coaches, they were placed at the 
disposal of the entertainment commit- 
tee during the convention and a num- 
ber of parties were made up to use them 
to reach points of interest in the neigh- 
borhood, like Ausable Chasm, Platts- 
burg, Rouse’s Point, etc. 

A somewhat different division of 
time for the events was arranged this 
year than previously. Friday morning 
and Friday evening were devoted to the 
presentation of papers, those given Fri- 
day evening requiring the stereopticon. 
The banquet was on Saturday evening. 
In the meantime, there were trips to 
various points, golf and other pastimes. 
The annual ball game between the 
manufacturers and the railway men, 
scheduled for Saturday afternoon, had 
to be postponed on account of rain. 

The first session convened about 10 
am. and was opened by President 
Morgan, who explained that his ad- 
dress would be very brief, so as ‘to give 
time to the other speakers. Mr. Mor- 
gan said that the industry was in a 
transition period and that the com- 
panies which put their properties into 
condition to meet competition and to 
expand their services would in the end 
find themselves on top. 

' The report of the secretary. and 
treasurer, W. J. Stanton, said that the 
membership list included practically all 
of the railway companies in the state. 
There were also about 100 allied mem- 
bers and seven associate members. His 
report as treasurer showed receipts for 
the year of $25,640 and disbursements 
of $21,352, the cash on hand increasing 
during the year from $5,322 to $9,610. 


PAVING RELIEF URGED 


The committee on legislation re- 
ported that legislation to effect a reduc- 
tion in the paving burden and the 1 


per cent gross income tax was very 
necessary. It recommended a campaign 
of education on these and similar topics 
related to electric railways. The com- 
mittee on paving explained that this 
matter had been treated in the report 
by the legislative committee, and the 
committee on account reported progress. 

The first paper presented at the 
meeting was that by Lucius S. Storrs, 
managing director American Electric 
Railway Association, on “Some Com- 
ments on the Electric Railway Indus- 
try.” This paper is published else- 
‘where in this issue. 

The next paper, that by L. J. Davis, 
assistant to the general manager 
Brooklyn City Railroad, on “Electric 
Railway Equipment, Maintenance and 
Shop Practice,” attracted great atten- 
tion, because it was an indictment of 
the lack of interest taken in shop mat- 
ters by the average executive. At the 
request of President Morgan, a num- 
ber of manufacturers’ representatives 
joined in the discussion. In general, 
they agreed with Mr. Davis that the 
executives did not take enough interest 


COMING MEETINGS 


OF 


Electric Railway and 


Allied Associations 


July 17-18—Mid-West Claim 
Agents’ Association, Hotel Jefferson; 
St. Louis, Missouri. 

July 22-25—Pacific Claim Agents’ 
Association, Hotel Biltmore, Los 
Angeles, Cal. 

July 24-25—Central Electric Rail- 
way Accountants’ Association, Hotel 
Waldorf, Toledo, Ohio. 


August 12—Metropolitan Section 
A.E.R.A., Summer Outing at Pelham 
Bay Park. 


August 13-14—Wisconsin Utilities 
Association, Hotel Wausau, Wausau, 
Wis. 

August 27-28—Iowa Electric Rail- 
way Association, Operators’ Section, 
Hanford Hotel, Mason City, Iowa. 

Sept. 10—Central Electric Railway 
Master Mechanics Association, 
Grand Hotel, Anderson, Ind. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


in shop matters. There was also much 
evidence that the superintendent of 
maintenance could do a great deal on 
his own initiative which would improve 
matters. Thus, even if he could not 
have a new shop and new tools, he 
could at least whitewash the walls of 
his own shop, clear out the junk and 
dirt, and altogether make the shop a 
very much better place for men to 
work in. In this way he would get 
better work. Among those who par- 
ticipated in this discussion were C. R. 
Jones, Thomas Cooper and F. W. 
McCloskey, Westinghouse Electric & 
Manufacturing Company; John F. 
Craig, Westinghouse Traction Brake 
Company; C. B. Keyes, General Elec- 
tric Company; H. L. Ransom, Railway 
Improvement Company; Samuel Bowles, 
J. G. Brill Company; Cornell S. Haw- 
ley, Consolidated Car Heating Com- 
pany; George L. Kippenberger, St. 
Louis Car Company; H. S. Sweet, New 
York State Railways, Syracuse Lines, 
and W. G. Gove, Brooklyn-Manhattan 
Transit Corporation, also joined in this 
discussion. 


PUBLICITY PLANS INDORSED 


There were two addresses on pub- 
licity, one by Labert St. Clair of the 
American Electric Railway Association, 
the other by J. S. S. Richardson, direc- 
tor of the Pennsylvania and New Jer- 
sey Committees on Public Utility infor- 
mation. Mr. St. Clair, in commenting 
on the fact that women were present at 
the meeting, said that railways should 
make an effort to attract women and 
children riders. The automobile manu- 
facturers do this by emphasizing in 
their advertising such matters as the 
good upholstering and paint on their 
cars. He believed that one of the 
greatest factors in the return of the 
trolley to Des Moines, Akron and Rock- 
ford, after the cessation of service in 
these cities, was the demand of the 
women, They needed the cars and did 
not hesitate to let the authorities know 
it. He attributed the difficulties in the 
New York situation largely to the fact 
that there were so many outsiders in 
the city who did not understand the 
situation, and believed that more adver- 
tising would help. He thought there 
were great opportunities for state-wide 
publicity work. 

J. S. S. Richardson described the 
work of the bureau of public utility in- 
formation, begun in Illinois five or six 
years ago. Later, the same plan was 
taken up by properties in the adjacent 
states, then in New England and sev- 
eral Southern States. Pennsylvania 
started its bureau about two years ago, 
and there are now 150 companies in 
the state who co-operate. Newspapers 
prefer co-operative service of this kind 
to service from individual companies, 
as they consider it is less apt to be 
prejudiced. 

Other papers presented at the morn- 
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ing session were on “Is Educational 
Work Worth While,’ by Edward Dana, 
general manager Boston Elevated 
Railway, and “The Investigation of the 
Trial or Settlement of Accident Cases,” 
by W. Harry Sefton, assistant counsel 
Brooklyn-Manhattan Transit Corpora- 
tion. Abstracts of these papers will 
appear in an early issue. 

At the evening session papers were 
presented on “The Articulated Car,” by 
W. G. Gove, superintendent of equip- 
ment Brooklyn- Manhattan Transit 
Corporation, and “Track Economies 
Through Welding,” by R. B. Fehr, de- 
velopment engineer Una Welding & 
Bonding Company. They were illus- 
trated by stereopticon. An abstract of 
Mr. Gove’s paper appears below. One 
of the papers on welding will be pub- 
lished in a later issue. 


THE NEW OFFICERS 


At the evening meeting also the new 
officers were elected and installed. The 
report of the nominating committee, 
signed by H. B. Weatherwax, chairman, 
read as follows: 


President: William J. Harvie, Au- 
burn & Syracuse Railroad. 
First Vice-President: William W. 


Foster, Rochester, Lockport & Buffalo 
Railroad. 

Second Vice-President: William E. 
Thompson, Third Avenue Railway, 
New York City. 

Secretary and Treasurer: William F. 
Stanton, New York State Railways, 
Rochester. 

The following members, to make up 
the executive committee with the offi- 
cers were re-elected as follows: Frank 
Hedley, New York; H. B. Weatherwax, 
Albany; James F. Hamilton, Rochester, 
and S. W. Huff, New York. 

Letters of regret at being unable to 
be present were read from Edwin 
Duffey, president Cortland County 
Traction Company and president of the 
association last year, also from Gen. 
Lincoln C. Andrews, assistant secre- 
tary of the United States Treasury, 
and receiver New York & Queens 
County Railway. 


The Articulated 


After the election of officers, the five 
“Bills” who had been elected as officers 
for the association during the coming 
year were escorted to the front of the 
room and installed. W. J. Harvie, the 
newly elected president, expressed his 
appreciation of the honor which had 
been conferred upon him and asked the 
co-operation of all in his term of office 
during the coming year. 

The banquet was held Saturday 
evening, the two speakers being Hon. 
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William L. Ransom, general counsel 
Consolidated Gas Company of New 
York, who spoke on “Utility Manage- 
ment Under State Regulation,” and Dr. 
Edward J. Cattell, the subject of whose 
speech was “Just Among Ourselves.” 
President Morgan acted as toastmaster. 
Judge Ransom’s speech in abstract will 
be found on pages 20 and 21 of this 
issue of the JOURNAL. 

After tre banquet there was dancing 
in tho ka‘lroem of the hotel. 


Cars for Rapid Transit Mass 


Transportation’ 


A Train of Four Articulated Units of the B.-M.T. Type Will Accommo- 
date More than 2,000 Passengers—Cars Reconstructed to Form 25 
Three-Car Units Are Being Assembled for Elevated Service 


By WILLIAM G. GOVE 


Superintendent of Equipment Brooklyn-Manhattan Transit Corporation, 
Brooklyn, N. Y. 


N ORDER to meet the increased 

needs for transportation on the 
-elevated lines of the Brooklyn-Man- 
hattan Transit Corporation 25 groups 
of three permanently coupled car bodies 
are being assembled. These groups are 
known on the B.-M. T. lines as type 
“C” units and each body is on two 
trucks. 

These three body units each consist 
of two motor cars and a non-motor car, 
all with steel underframes coupled per- 
manently. The platforms have been 
removed from the ends of the bodies 
where permanently coupled, thus re- 
ducing the distance between truck 
centers of adjacent cars. The passage- 
way between the ends of these per- 
manently coupled bodies is formed of 
steel plates, hung on hinges attached 
to the end posts of their respective 
bodies and adapted to telescope one 
within the other as required by the 
independent movements of the adjacent 


*Abstract of a paper presented before the 
New York Electric Railway Association, 
Bluff Point, June 26-27, 1925. 
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Ye athe 


Subway Car Consists of Three Bodies Mounted on Four Trucks. This Shows 


bodies. _Floor and roof plates are 
similarly provided to form a safe, 
weathertight passageway. 

Entrance to the cars from station 
platform is through sliding side doors, 
two of which are fitted to each side of 
a car body. The doors of each three- 
car unit are all controlled by a train- 
man from a position at the end of the 
unit. One trainman can also control 
the doors of two such units when 
coupled together. 


ARTICULATED CARS BEING TRIED 


The interior of these units is finished 
in white and green enamel and sani- 
tary porcelain enamel hand rods are 
provided instead of the usual hand 
straps for convenience of standing 
passengers. 

To meet the demands of the con- 
stantly increasing density of traffic in 
the subway of the B.-M. T. lines a test 
train consisting of four articulated 
units, each 137 ft. long, has been con- 
structed. In a paper presented before 
the New York Railroad Club Nov. 21, 


Two Such Cars Coupled Together 


new 
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Beside Its Articulated Cars, the B.-M.T. Is Constructing for Its Elevated Division Trains Made Up of Two Motor Cars with a Non- 


Motor Car Between, All Permanently Coupled. 


1924, an abstract of which was pub- 
lished in the Dec. 6 issue of ELECTRIC 
RAILWAY JOURNAL, I outlined the history 
of the articulated car in this country 
and abroad. The B.-M. T. test train 
consists of four articulated subway 
ears, each car consisting of three bodies 
supported on four trucks. The trucks 
at the outer ends of the car are fitted 
with two motors each. The trucks at 
the point of articulation are idlers. 
The over-all length of each articulated 
car is 137 ft. Each has seats for 160 
passengers and a total capacity of 550. 
The test train of four cars is therefore 
548 ft. long and will accommodate more 
than 2,000 passengers. In general ap- 
pearance the new cars and trucks 
conform very closely to those now 
giving excellent service in the B.-M. T. 
subway. 

There are six sliding doors on each 
side of each car. Each door opening is 
4 ft. These doors are controlled from 
the trainman’s position on the end plat- 
- form of the car. A substantial railing 
protects this platform and allows the 
trainman a clear view of the entire 
length of the outside of. the car. when 
at the station platform. The doors are 
controlled through a hand-operated 
switch which simultaneously opens or 
closes all six doors on one side of each 
car. Thus from the trainman’s position 
between the ends of two cars he can, by 
operating two switches, control the 
movements of twelve doors. 

The arrangement of seats is very 
similar to that of the 950 B.-M. T. 
subway cars now operated. The 
arrangement of long transverse seats 
for three passengers each, however, has 
- been changed to the customary two- 
passenger seat in order to provide for 
wider aisles and consequently more 
opportunity for circulation of pas- 
sengers throughout the car. Communi- 
cation between bodies of the articulated 
car is by way of a cylindrical weather- 
tight passageway at the point of 
articulation. 


Passing between adjacent articulated 
cars is made convenient by the wide 
end platforms. These wide aisles, 
weathertight passageways and location 
of trainmen at one end of each unit will 
permit of easy communication between 
passengers and trainmen. The special 
features characteristic of articulated 
cars are of course associated with the 
truck and bodies at the point of 
articulation. 

One of the special conditions to be 


the 


Through 
Drum of Articulated Cars Affords a 
Safe Weathertight Means of Com- 
munication Throughout the 
Body of the Car 


The Cylindrical Passageway 


This View Shows Two Such Units, Which Have Been Christened Type “C” 


met in subway service is encountered 
at junction points, where at times an 
abrupt change of elevation is combined 
with reverse curves and is occasionally 
complicated by superelevation of the 
outer rail. This condition requires that 
the pivot truck, which supports the 
adjacent ends of two bodies, shall be 
fitted with a center plate and side 
bearings capable of .maintaining the 
proper relation between adjacent ends 
of the bodies at all times. To meet this 
condition, the pivot trucks are fitted 
with hemispherical center plates and 
with flexible side bearings capable of 
tilting at various angles. 

At the point of articulation the 
functions of body end sill and body 
bolster are combined in one member. 
The semicircular center plate is cast 
integral with the end sill and bolster 
filler. This casting also acts as a buffer 
block. The design is such that in 
buffing the impact occurs on the center 
line of the longitudinal sills of the 
body underframe. The bottom face of 
the center plate is formed to fit the 
hemispherical bowl-shaped surface of 
the truck center plate. These sloping 
surfaces of center plate act to keep 
the buffing faces of- the bodies in 
constant contact. 

The drum is supported on a ball and 
socket attached to a bracket directly 
above the center plate of the pivot 
truck. A ~weathertight connection 
between the drum and the end posts 
of the cars is maintained by four soft 
rubber rollers of large diameter. The 
rubber rollers are inclosed on three 
sides by a light steel housing, which is 
fitted at top and bottom with bearings 
in which the shaft supporting the rub- 
ber roller turns. This housing, together 
with the protruding rubber roller, is 
actuated by springs which insure that 
the roller is kept in constant contact 
with the drum. The top of the drum is 
formed to shed water and make a 
weathertight connection with hoods of 
the adjacent bodies. The drum is lined 
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Features of Type “C” Cars Used in Elevated Service 


At left, the intermediate body of type ‘‘C” 
units is permanently coupled to the two 
end bodies by heavy drawbars. End sills 
are faced with anti-climbers and hinged 
floor plates bridge over between the bodies. 


At right, a porcelain enameled hand rail 
is attached to the wall of the passageway 
for the convenience of passengers passing 
between bodies while car is in motion. 

In center, wide doors, aisles and passage- 


ways é€liminate congestion of passengers 
which occurs in cars fitted with gates at 
end platforms. These new features of the 
type “C” units will reduce the delay now 
experienced at stations. 


with Agasote as a temperature insula- 
tion and white enameled hand rails 
furnish a convenient handhold for 
passengers. 

To equalize the load on wheels, 
simplify the connections and facilitate 
inspection the control equipment has 
been placed on each end section of the 
car body adjacent to the motor truck. 
The air compressors, radiators and 
main reservoirs have been mounted 
under the middle section of the car. 
The control cable is passed through 
special apertures in the end sills at the 
point of articulation and the necessary 
flexible hose connection for the air 
brake pipes are suspended just outside 
the drums. 

Each unit has four air brake cylinders, 


one for each truck. The air brake 
equipment includes an “empty and 
load” device which regulates the pres- 
sure in each brake cylinder in 
accordance with the weight of pas- 
sengers in the car at the time each 
brake application is made. By means 
of this device the rate of retardation 
is practically unaffected by the variable 
element of passenger load. This same 
device adjusts the setting of the relay 
controlling the current input to the 
motors during acceleration. Thus the 
schedule speed obtainable is unaffected 
by variation in passenger load. 

All switches carrying trolley voltage 
are of protected type and of a 
specially substantial design. Twelve 
fans are provided in each car, four 


Articulated Car Features 


The pivot truck shown at left, supports 
the adjacent ends of two bodies. The side 
bearing consists of a hollow steel casting 
attached rigidly to the truck holster. 
Within this casting is loosely set a half 
elliptic spring. To the outer ends of this 
opening are attached shoes which engage 


with the side bearings on the adjacent cars. 
The trainman’s position, shown at right, 
on end platform between the coupled cars 
is provided with a substantial railing which 
permits of an unobstructed view of the 
entire side of each car even when the side 
doors are all closed. 


~ train. 


being placed in each body. The upper 
sash of each side window is arranged 
to be opened. The bodies of these cars 
are also fitted with ventilating sash in 
the clearstory. 


The hoods at the ends of the cars 


are fitted with route indicating signs. 
These consist of two independently 
operated translucent curtains on rollers, 
one curtain displaying numbers to 
indicate the route and the other curtain 
displaying the name of destination 
station. The curtains will be illuminatel 
by lights which will, by their color, 
indicate the bridge route or the tunnel 
route. In addition to these signs there 
will be the usual number of side window 
signs as now used on the cars of the 
B.-M. T. lines. 

One of the advantages of operation 
of articulated cars from which satis- 
factory results are expected is reduc- 
tion in noise. The method of joining 
the bodies at the point of articulation 
is such that there is practically no lost 
motion between bodies. This should 
eliminate the usual sounds caused by 
the old form of connections. This 
feature of reduction in noise of opera- 
tion has been kept constantly in mind 
when designing and building the trial 
The bodies are lined with heat 
insulation and the interior finish is of 
a fibrous nature. Both of these 
materials act to retard vibration, with 
consequent reduction of sound. 

The system of support and absence 
of overhang acts to check the tendency 
to side sway and results in a very 
steady riding vehicle. This will con- 
tribute to the comfort of passengers 
and promote freedom of movement 
throughout the car and train. 

As this group of four articulated ears 
is intended to be a test train, oppor- 
tunity has been afforded to each manu- 
facturer of equipment used on the ears 
to furnish his best product. In several 
instances the cars are equipped with 
devices furnished by competing. con- 
cerns. ; , 
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Electric Railway Equipment Maintenance 
and Shop Practice* 


By L. J. Davis 
Assistant to the General Manager Brooklyn City Railroad 


HEN a railway man visits a rail- 

way property it is generally con- 
sidered proper first to call on the gen- 
eral manager. We will assume that we 
have successfully passed through the 
several outer guards and reached the 
sanctum sanctorum where we discuss 
the subjects of maintenance, shop prac- 
tice and shop facilities. 2 

My experience has been that as long 
as the conversation is confined to the 
generalities of these subjects, one re- 
ceives a more or less glowing account 
of the condition of the shops, equip- 
ment and maintenance practices. 

The common statement runs about 
like this: “Our shops are not new, and 
some of our equipment is getting old, 
but our cars are in good shape and we 
have very little trouble comparatively. 
Yes, we inspect on a mileage, or time 
or a kilowatt basis (as the case may 
be). As to overhauling, we paint the 
cars every two to four years and we 
generally give them a good going over 
at that time. Yes, we have a good 
master mechanic, right up to date and 
on the job all the time. No, he doesn’t 
get as much money as the superintend- 
ent of transportation. He doesn’t have 
to meet the public, you know. 

“Yes, our maintenance costs are 
pretty high. It takes money to keep 
cars going, but here, what do you think 
of this for a low figure for oiling costs. 
No, we haven’t bought any new shop 
tools for years. Yes, labor is high. It 
seems to be getting higher every year. 
Go out in the shop and meet our master 
mechanic. He will take you around 
- and maybe show you a few stunts you 
'never saw before. I don’t get out to 
the shops as often as I should and can’t 

get away today as I have some very 
important matters to attend to.” 

Whi'e we wait for a conveyance to 
the shops, the superintendent of trans- 
portation comes in, and we listen to a 
very interesting conversation regarding 
transportation matters, during which 
the general manager displays a knowl- 
edge of the details of the transporta- 
tion department which is enlightening. 
It is evident that he is in close personal 
touch with the situation, and is taking 
a vital interest in the details of opera- 
tion. 

We now start for the shops, but be- 
fore going are told by the general man- 
ager to “come back when we are 
through and wash up, as a shop is a 
pretty dirty place.” 

This picture of a general manager is 
perhaps slightly overdrawn, but very 
slightly. These are the men who con- 
tinue to operate obsolete, worn-out cars 
and equipment many times through ne- 
cessity, fancied or real, on account of 
financial conditions. These are the 
men who expect mechanical depart- 
ments to maintain this old equipment, 
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at low cost, and who, as a rule, make 
little if any allowance in their esti- 
mates of maintenance of equipment 
costs for bad track conditions and 
worn-out equipment. These are the 
men whose blood pressure goes up with 
each increase in wages, yet are in 
serious danger of an apoplectic stroke 
if a requisition for labor-saving equip- 
ment reaches their desks. 

These are the men who so seldom 
visit the shops that they know prac- 
tically nothing in detail as to what is 
going on, and whose first reaction re- 
garding any expenditure in the shops 
is negative. These are the men who 
have been so long beset’ by the evils 
of politics, taxes, paving charges, loss 
of revenue due to unfair competition 
and the privately owned automobile 
that many of them have lost the art of 
saving money by spending it, and many 
of their properties are losing money by 
reason of the purchase of low-priced 
but costly material, inadequate facili- 
ties for maintaining equipment and un- 
profitable manufacture of apparatus in 
the shops. 

What are we going to do about it? 
Let’s visit the shops and see if there 
is anything there that can be done to 
help the situation. 


HE VISITS THE SHOP 


The average electric railway shop 
well deserves the statement that it is 
“a pretty dirty place.” True, a great 
part of the work is of a dirty char- 
acter, but the sad part of it is that 
there is generally so much needless 
dirt. In looking through the shops, we 
find many of them littered from one 
end to the other with rubbish, worn- 
out parts and unused material. The 
floors are covered with undisturbed 
grease, and the pits dirty with most 
of the lights out of commission. Many 
shops were designed to provide suffi- 
cient natural light to work by during a 
great portion of the time, but dirt has 
been allowed to accumulate on sash 
and skylight glass until very little 
light comes through, or sheds have been 
built which cover the windows. Walls 
and ceilings are dirty and reflect no 
light. These conditions cannot all be 
charged against a tight-fisted executive. 
It is quite possible that the officials 
would visit shops more frequently and 
be in a somewhat more generous frame 
of mind were the shops neater and 
cleaned and the walls whitewashed oc- 
casionally. 

In many shops it is the exception, 
when work is to be done which requires 
a wrench, to find that the proper-sized 
tool in a reasonable state of repair is 
available at once. This condition is 
not generally chargeable to the policy 
of the management and is the cause of 
many hours of lost time. 

It is well known that bearings are 
one of the items in motor maintenance 
which aré of importance, yet in how 
many shops is there any serious at- 


tempt made to clean off oil box covers 
before opening them to oil motors, and 
to close them after oiling. It is not un- 
common to see journal box covers miss- 
ing, commutator and oil box covers 
missing and cover plates at the com- 
mutator end of the armature shafts 
missing on properties which claim to 
maintain equipment in good condition. 

Resistance grid frames on many 
properties are never tightened, or insu- 
lators cleaned until trouble has oc- 
curred, and circuit breakers generally 
do not receive much attention as to 
freedom of tripping and accuracy of 
setting until trouble has occurred. 
Controllers are frequently allowed to 
operate with fingers and segments 
which are loose, badly worn or out of 
line, and with shafts and handles worn 
to a point where there is an excess of 
lost motion. 

It is not uncommon to find axle col- 
lars from 4 in. to 2 in. away from the 
bearing collars, resulting in uneven 
wear of gearing and gear cases worn 
through. Gear cases which are never 
really cleaned of the accumulation of 
sand and grit are by no means un- 
known, and cases are on record where 
open cans used as containers for oil 
for lubricating axles and shafts before 
applying bearings were found to con- 
tain more sand than oil. 

These are a very few of the practices 
which everybody knows are wrong and 
yet some of them can be found in every 
shop. 

Practices of this sort cannot be ex- 
cused by saying that the general man- 
ager will not purchase new tools, new 
equipment, new cars, or a new shop. 
Such practices are chargeable to one 
thing, and one thing only—lack of vigi- 
lance on the part of the directing force 
of the mechanical department from the 
superintendent of equipment down to 
the gang leader or sub-foreman, and 
to the lack of knowledge on the part of 
the general manager as to what is 
going on. 

Practices of -this sort exist to a 
greater extent on the larger properties 
where the superintendent of equip- 
ment or master mechanic has less per- 
sonal contact with the details of the 
shop work, than on the smaller proper- 
ties. Visitors and representatives of 
manufacturing companies see _ these 
things and generally remain quiet due 
to diffidence, friendship or fear of los- 
ing business. 

Welding and cutting by gas and elec- 
tricity has_been the means of saving 
thousands of dollars in electric rail- 
way shops, yet it is not uncommon to 
find salvage work being done at a cost 
very much in excess of the cost of new 
parts. This seems to be due to several 
causes. In some cases it is because 
there is so much criticism every time 
requisitions for material are sent in. 
Sometimes it is due to a lack of co- 
ordination between the mechanical and 
purchasing departments, and some- 
times it is due to the desire which is in 
most every mechanic’s heart, to be fix- 
ing something. 

I am not one who condemns without 
limit the manufacture of parts in a 
railway shop, but I do believe that it is 
a matter that deserves the most careful 
consideration before it is entered into, 
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and which requires constant watching 
or it will be extended past the bounds 
of economy. A railway shop is funda- 
mentally not organized to be a manu- 
facturing plant. 


How Can ConpDITIONS BB BETTERED? 


What are we going to suggest to 
better conditions? We can’t change 
the fact that the general manager came 
up through the transportation depart- 
ment and naturally sees things more or 
less through the eyes of that depart- 
ment. We can’t relieve him of any of 
his political burdens or taxes or paving 
charges, nor can we stop the manufac- 
ture of automobiles. 

Suppose we start in by cleaning up 
the shop. This will first provide some 
junk to be sold, second, save a little 
money on light, third, produce better 
work, (any man will work at least 
some better in a clean, light place), 
fourth, make the job seem more worth 
while to the directing force of the shop, 
and fifth, make the boss more willing to 
stay in the shop long enough so that 
he can be talked to and shown some of 
the things the shop force is up against 
and learn more about the work. This 
may all sound theoretical, but it has 
proved to be true in manufacturing 
plants. Next, we will make a check 
of the small tools and see for ourselves 
how very few are really in condition 
to do good work quickly. 

Now suppose we start in and actu- 


ally check up just how the work is be- 
ing done, with the idea in mind that 
we are making a report on another 
fellow’s shop, and that we would just 
as soon show him up a little bit as not. 
We are going to have the surprise of 
our lives at the things we find are be- 
ing done in a slipshod manner in order 
to get a certain number of cars out of 
the shop in a given time, and we are 
also going to be surprised to find how 
many of these things really result in 
putting more work on the shop because 
cars do not stand up in service. 

It will a'so be a surprise to find how 
much better some of these things can 
be done without any increase in the 
payroll and without any new tools or 
appliances being purchased. 

In doing this, we will find, however, 
certain conditions where we _ believe 
money could be saved if additional shop 
equipment was purchased. Here is 
when we have a real chance to help 
out the general manager. 

If we go to him and request the pur- 
chase of new shop equipment, on the 
basis of our statement (made in a 
hesitating manner) that we _ believe 
some money could be saved, the chances 
are about 100 to 1 that we wi'l be 
turned down. But if we go before him 
with a real estimate of the cost and 
figures to prove that one or more men 
can be removed from the payroll, our 
chances of getting it through are much 
better. 


Utility Management Under State 
Regulation® 


By WILLIAM L. RANSOM 
General Counsel Consolidated Gas Company, New York 


UBLIC utility companies—electric, 

gas, railway and telephone—repre- 
sent a very important thing in 
America’s industrial democracy. These 
companies are not merely the instru- 
mentalities by which necessary services 
are furnished, important and indispen- 
sable as these functions have functions 
have become. These corporations are 
also the devices by which the rank and 
file of the people of America may and 
do own the vast properties used in 
rendering these services. These cor- 
porate devices enable these great 
enterprises and properties to be owned 
by the people and not by the govern- 
ment. So the men and women in the 
public service companies ought to con- 
sider themselves all to be the custodians 
and trustees of a fundamental principle 
of American life, viz., that the owner- 
ship of property and the conduct of 
business enterprise is the right of the 
people and is not the function of 
government. 


THE PUBLIC SERVICE THE COMMON TASK 


Theodore Roosevelt once said that 
“this country will not be a good place 
for any of us to live in unless we make 
it a good place for all of us to live in.” 
That sound and salutary principle I 
would like to paraphrase tonight and 
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apply it to all of the branches of the 
public service industry in America. I 
would state it this way: As a long-run 
proposition, we can have sound, fair 
and healthy conditions for the growth 
and prosperity of some of the public 
utilities in this country only if we 
create and keep sound, fair and healthy 
conditions for the growth and prosper- 
ity of all of the public service enter- 
prises in this country. 

As a long-run proposition, either we 
will develop and continue fair living 
conditions for all classes of public 
utility projects and investments, or 
unfair conditions of regulation, or 
governmental acquisition will sooner 
or later confront all classes of utilities. 
Injustice to one utility or industry is 
the common concern of all; the mistake 
or error of one utility or branch of the 
industry may become a most serious 
menace to all. 

I am here with a few random illus- 
trations which may serve to make con- 
crete and timely the generalizations I 
have just stated. Ours is a law- 
governed country and a law-governed 
industry. We are controlled by rules 
of law, resulting from decisions of 
the courts. Under our judicial system, 
rules of law affecting and controlling 
the rights of men and of property 
throughout the land are determined 
and established in private litigation, 
between two parties who may have no 
realization of, and even no regard for, 
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the far-reaching public and private 
consequence of the questions being 
litigated. 

Fortunately or unfortunately, the 
American system of jurisprudence pays 
no heed to the size or financial stature 
of litigants. The case which comes up 
from the most remote hamlet in Utah 
may settle the principles of valuation 
which limit the earning power of the 
largest transit corporations in the 
world. An electric light company on 
the Michigan péninsula may get into 
a quarrel with a village attorney, 
which leads to litigation upon an 
inadequate: record and still less ad- 
equate presentation; yet the hundreds 
of millions of dollars of public utility 
investment in America will have to 
stand helpless on the sidelines, for that 
ill-considered and casual litigation, 
involving directly no more than a few 
thousand dollars, may establish prin- 
ciples of law which will dictate the 
whole course of public utility enter- 
prise in America for many years. A 
large part of the public utility law 
which today determines and controls 
the ability of all public utility managers 
to earn an adequate return upon the 
present worth of their properties, was 
the product of litigation involving small 
companies and small communities. 
Under such circumstances, it might be 
natural to expect, if not an actual one- 
ness of view and similarity of approach 
to regulatory difficulties, at least a 
generous measure of teamwork, for- 
bearance, mutual consideration and 
thought for the possibly far-reaching 
effects of even the most casual action. 

Especially does this seem a reason- 
able expectation, in view of the fact 
that about the same men and women 
now own the yarious public service in- 
dustries of America. The _ studies 
which have recently been made by the 
National Electric Light Association, 
the Academy of Political Science and 
other organizations, have demonstrated, 
in the first place, that none of these 
great public service industries is now 
owned or controlled by any one man, 
or family, or group of men; and. 
secondly, that about the same men and 
women, in this far-flung popular owner- 
ship of today, are the proprietors of 
the various branches of the industry. 
The situation is not that one numerous 
group of investors owns the gas com- 
panies; another, the street railways; 
another, the steam railroads; another, 
the telephone companies, and so on. On 
the contrary, about the same individuals 
own a Tew shares of the common or 
preferred stock, or a few of the bonds, 
of several companies, perhaps each in 
different branches of public service. 
The salient fact is that the real in- 
terest of- the investors in one kind of 
public utility dre the interests of all 


the investors in all the kinds of public 


utilities and industrials, and the real 
interests of the general public welfare. 
We cannot make lasting progress at the 
expense of each other. 

Yet what is oftentimes the situat’on 
as to co-operation and consideration in 
these vital and decisive matters? I 
am not suggesting that everyone should 
see all public utility problems exactly 
alike. There must always be large 
room for independence of thought and 
action. Yet I sometimes find more of 
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diversity and conflict of attitude and 
effort between representatives of public 
utility enterprises than between the 
companies and the representatives of 
commissions, municipalities and con- 
sumers. Too often we are our own 
most energetic adversaries. Take it in 
the one field with which perhaps I have 
had most to do lately: For a long 
time it was thought that you could 
have one rule of law for valuing the 
land of a railroad company and another 
rule of law and another basis of valuing 
the land of a gas company, and still 
another rule of law for valuing . the 
land of a-telephone company. 

Time and circumstances will not 
permit me to go into the details of some 
of these matters, but the one thing 
that I would like to leave in your minds 
is this: That no one company in the 
long run, or no one industry in the long 
run, can get ahead by taking a point 
of view of antagonism to the other 
interests, to the other companies, and 
to the security of the investors and the 
investments in those other companies. 

The thing that we come across all the 
while is this: Some little company, 
perhaps in the suburbs of a great city 
or in some distant part of the state or 


in some distant part of the country 


(owing to the failure of its managers 
to study the questions of fact and of 
public policy or the failure of its 
lawyers to grasp the questions of 
policy and the underlying facts) will go 
to court on an ill-considered, poorly- 
supported basis, and the first thing you 
know you have a decision and a rule 
of law laid down which jeopardizes the 
investment, the earning power, the 
operating efficiency and the ability to 
get money for new enterprises and for 
new construction of the largest enter- 
prises anywhere in any of our cities. 

I am now speaking very frankly. I 
may refer to an instance which means 
you. The public utility investors of 
this country are today, in this present 
period of high prices, exceedingly 
anxious to have the courts and the com- 
missions allow them rates which give a 
return on the present value of their 
property, and it has been a long, hard 
fight, for several years, during this 
period of the present high price level. 
The chief thing that had to be fought 
has been the decisions that have been 
made by courts and commissions in 
cases in which street railways, which 


felt that they were lucky to get rates 


that gave them a return on anything, 
even bare operating expenses, had been 
willing to have their rates based on 
original cost less all kinds of deprecia- 
tion, 

It has been the same way in respect 
of the establishment of the right to 
earn an adequate rate of return upon 
the property devoted to the public 
service. If the steam railroads profess 
satisfaction with less than 6 per cent 
return on pre-war cost, it becomes 


_ harder for the gas and electric com- 


panies to win a return reflecting the 
full, actual present cost of money. If 
the street railways fight only for 
original cost less estimated deprecia- 
tion, their “victory” for such conten- 
tions is dearly bought, at the expense 


of all other public utility investors in 


America. 


All utility company officers and 


lines, 


directors have a very serious respon- 
sibility in these respects. If you do 
not take well-considered positions and 
stand up steadfastly for the full rights 
of your investors, you can hardly expect 
the courts or commissions to do so. 


STATE vs. INTERSTATE REGULATION 


Most of you are familiar with recent 
decisions of the United States Supreme 
Court with respect to the powers, or 
lack of powers, of the state commissions 
over bus lines and truck lines engaged 
in transportation between interstate 
points. You are familiar also with the 
recent decisions as to the extent of the 
powers of the state commissions over 
gas and electricity produced or gen- 
erated in one state and transmitted to 
another state for distribution and sale 
therein. These decisions led some bus 
and truck lines to think that they could 
escape all effective regulation, and the 
question was raised whether electric 
companies, in one or two localities, 
might not seek to escape from a part 
of the circle of effective state regula- 
tion. I am happy to say that this fear 
was speedily allayed. 

I realize that these decisions have 
in some instances created a real prob- 
lem for the steam and electric railways, 
in respect of competing bus and truck 
and their feeling that some 
regulatory authority should be em- 
powered to deal with these situations. 
But does it follow that this must mean, 
for all or most of the utilities, the 
setting up of new regulatory machinery 
in the national capitol? Does the 
public interest sanction further federal 
centralization ? 

For my own part, I believe that the 
preponderant American opinion will 
resent and reject any scheme which 
would bring any federal commission, 
even as an arbitrator, into the plan of 
state regulation of these vital local 
services. If that is so, it will prove a 
short-sighted and ineffectual effort, if 
any branch of the utility industry 
should try to disregard the essential 
opinion of the American people that 
further federal centralization is un- 
desirable. 


SECTION ON PuBLIC UTILITY LAW 


A few years ago there was organized, 
in connection with the American Bar 
Association, a section on public utility 
law, which holds annual meetings in 
conjunction with the sessions of the 
American Bar. At first this section 
was availed of largely as an occasion 
for an annual gathering of counsel for 
the various branches of the telephone 
industry, for better acquaintance, for 
exchange of. experiences, and for the 
development of a consensus of opinion 
on new phases of public utility law. 

More recently, the attendance at the 
Section meetings has broadened. Attor- 
neys for municipalities and com- 
missions, as well as attorneys for every 
kind of public utility in America, now 
meet in this annual session, participate 
in its program and conference and gain 
a much-needed realization of each 
other’s point of view and problems. 

I have always been sorry that the 
conventions of the national and state 
associations in the various branches of 
the public utility industry do not com- 
monly: include a representative attend- 


ance of the lawyers. I find that I can 
do a better job for my clients if I 
gain an understanding of the point of 
view and problems of other companies 
and other situations, unrelated to those 
I represent. I suggest for your con- 
sideration that every electric railway 
corporation in this State ought to see 
to it that its counsel attend the annual 
meetings of the section on public utility 
law of the American Bar Association, 
in which much of the unsolved problems 
in public utility law are being con- 
structively studied and clarified, under 
the leadership of men who represent 
faithfully the great public and private 
interests which are involved. 

The next meeting of the section on 
public utility law will be held on Aug. 
30-Sept. 1, in Detroit. 

In closing, I wish to say that we can 
have sound, fair and healthy conditions 
for American industry and American 
business, only if we have sound, fair 
and healthy conditions for the growth 
and prosperity of public utilities. You 
cannot long leave the steam railroads 
or the electric railways staggering 
under great disabilities and expect other 
public utility enterprises to remain 
safe investments, in the long run. You 
cannot hamper these great agencies of 
public service with appalling handicaps 
of regulatory or legislative attitude and 
expect the rest of the business fabric 
to continue to flourish and make prog- 
ress. 

These industries represent vital public 
institutions, and their owners and 
managers have come to realize that 
fact and fulfill its responsibilities. 
There is a new and awakened spirit 
in control, which the proceedings of this 
convention have made manifest. In 
Washington a few days ago, during the 
hearings before the Interstate Com- 
merce Commission on the proposed 
Nickel Plate merger. M. J. Van 
Sweringen made a statement which 
summed up in two sentences the at- 
titude of America’s public service in- 
dustries today. Speaking for himself 
and his brother, he said: 

“We have believed from the begin- 
ning that we are engaged in a con- 
structive enterprise which promotes the 
public interest. If what we are doing 
is not in the public interest, we realize 
it would not last, and we have no 
desire to be permitted to do it.” 

There spoke the voice of the popular 
ownership and forward-looking leader- 
ship of the public service industries of 
America. 


Value of Organized Infor- 
mation and Research to a 


Great Public Utility” 


By EpwArpD DANA 
General Manager Boston Elevated Railway 


HE chief executive of any large 

organization has always been called 
upon to make decisions, but as years 
go on he must deal with more complex 
problems and he is being called upon 
to make more frequent decisions. 
Modern business tends to specialization, 
but modern business in all lines of in- 
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22 
dustry is today much more _inter- 
dependent. Business and industry to- 


day are also much more technical. The 
advancement of science and research 
has brought this about. Today we have 
rapid changes, when methods new yes- 
terday are discarded tomorrow. Even 
whole systems develop, mature and de- 
cline and are superseded in less than a 
lifetime. 

What is true in the broad way of 
public and business relations is likewise 
true with regard to personnel prob- 
lems. The relation of the management 
and the employee, of the owner and 
consumer, takes on a new aspect under 
these specialized, concentrated, modern 
conditions. 

What do all these statements indi- 
cate? A demand for facts, latest facts, 
accurate facts, in order to meet physi- 
ical problems, technical problems, finan- 
cial problems, legislative problems, 
personnel problems; facts for the pur- 
pose of forming intelligent opinions in 
order that the action taken may be 
fair, safe and dependable. 

If this be a proper statement of con- 
ditions and needs, then the question 
presents itself immediately as to how 
these facts shall be gathered and made 
available. 

Will a public library, with its vast 
stores, be adequate? 

Will access to any sources of infor- 
mation outside the control of the exec- 
utive accomplish the purpose? 

Probably each of these avenues of 
access to facts will be utilized, but in 
this present intense industrial develop- 
ment there seems to be very good 
ground, both in logic and in results, for 
the establishment on large properties 
of a special library controlled and 
operated for the benefit of the organ- 
ization. It is assumed, of course, that 
it also should be made available in a 
co-operative spirit to those smaller 
units which, from a financial standpoint, 
have ‘not yet reached the size to justify 
such facilities. 

Granted, therefore, that under these 
conditions such a library is justified, let 
us pursue the problem further and see 
what demands are to be placed upon the 
library. 


DuTIES OF DIRECTOR OF LIBRARY 


First, its director should know the 
problems of the industry and his com- 
pany, and his fact-gathering efforts 
should be for the purpose of enabling 
the executive of his plant to know 
about the problems peculiar to the in- 
dustry and to local conditions and to 
enable the executive to make inferences 
and decisions with the most valuable 
and pertinent facts available. 

He should have a comprehensive 
knowledge of the industry in which the 
firm is engaged. This means a fair 
understanding of the industry’s his- 
torical development, its present status, 
the methods of operation employed and 
its principal problems. 

He should have a general knowledge 
of information sources and the best 
methods to use to obtain information. 
He should have the ability to co-operate 
with other information gatherers or 
users in order to avail himself of all 
sources of information within the con- 
trol of others. He should have the 
ability not only to produce facts but 
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have sufficient imagination to anticipate 
the requirements and the accumulation 
of many facts. 

It is almost superfluous to mention 
the fact that the physical arrangement 
of the library and the efficiency of the 
method of finding facts already stored 
should be up to the minute in every 
detail. A gold mine is of little value 
until prospected and a vault full of facts 
is of little value unless catalogued 
efficiently. 

An important element in connection 
with the specialized library is the fact 
that today more than ever before a 
great mass of information is available, 
but this great mass of information is 
not necessarily in all respects accurate. 

In other words, when printer’s ink 
is cheap and many opinions are placed 
in type, the librarian must be gifted 
with discriminating powers to know the 
relative importance of this information. 


Bus Legislation Urged ° 
in Canada 


NFAIR competition from motor 

buses and trucks can be remedied 
only by legislation, in the opinion of 
the motor bus and truck committee of 
the Canadian Electric Railway Associa- 
tion. Its report, presented at the 
recent meeting of the association, sum- 
marizes the situation as it exists in 
Canada at the present time and points 
out the way for the future. 

From the information it has gath- 
ered, states the committee, it appears 
that all provinces have made some at- 
tempt to govern the operation of motor 
buses used as common carriers by 
legislation, but that the existing legis- 
lation in several provinces is unsatis- 
factory to the members of the associa- 
tion. This appears to be notably the 
case in Ontario and Quebec. 

Ontario certificates to operate are re- 
quired on provincial highways only. 
Such certificates are issued without 
regard to public convenience and neces- 
sity. The buses are not under control 
of any governing body. Their owners 
do not have to file tariffs for approval 
or conform to any specified system of 
accounting, as do the electric railways. 
Interurban and suburban buses are 
allowed to enter municipalities without 
permission or control, and buses are 
allowed to compete with existing rail- 
ways without being required to give a 
regular service. 

It is to be noted that at this year’s 
session of the Ontario Legislature an 


‘act was introduced giving the Minister 


of Highways regulation and control of 
publie carriers by motor on township 
roads. While this legislation is a de- 
cided step in advance, it is doubtful 
whether it is wide enough and it re- 
mains to be seen whether it will be 
administered with due regard for the 
principles enunciated by the committee. 

A similar condition exists in the 
Province of Quebec. Competition with 
railways is permitted, although oper- 
ators of buses do not have to meet the 
same obligations and operating condi- 
tions as do the railways with which 
they compete. Permits are granted 
without regard to public convenience 
and necessity. 

It has been repeatedly demonstrated, 
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says the committee, that the bus can- 
not supplant the street car in urban 
centers. To replace street cars by 
buses would require many more unit 
vehicles, 
higher fare. If people demand buses 
where an electric railway giving ade- 
quate service is already in the field, 
then the buses should be owned and 


operated by the electric railway as a 


de luxe service and a profit-producing 
fare charged. This is being done in 


_ Vancouver, where the company oper- 


ates a bus line to New Westminster in 
competition with its electric railway 
line. The bus service takes through 
traffic only at a higher rate of fare. 
Buses are and may be profitably em- 
ployed as feeders to electric and steam 
railways. If a loss is incurred it is 
justified because the bus in such cases 
is used either to increase the business 
of the railway or to obtain necessary 
information for the railway manage- 
ment before extensions are made. 

The committee quotes at length from 
a letter of I. S. Fairty, solicitor 
Toronto Transportation Commission, 
one of its members, who holds that 
urban transportation is a natural 
monopoly. The obligations resting on 
the holders of these monopoly rights 
are quite as substantial and important 


as the privileges accruing from their — 


possession. If the public, or a section 
of it, insists on riding on rubber and 


expresses a desire to pay the additional — 


cost it will not do to tell it that it 
must ride on steel because it costs less. 

The street railway, being the exist- 
ing agency in the field, is the natural 
and inevitable trustee for the public 
of the transportation agencies of a city. 
The price it should pay for this privi- 
lege is its willingness to meet and, in 
certain cases, to anticipate legitimate 
transportation demands. 

If street railway managements 
accept and act on these principles, con- 
cludes Mr. Fairty, co-operation from 
the press and public will follow as a 
matter of course and the problem will 
automatically disappear. The day when 
the street railway was popularly re- 
garded as a greedy octopus is definitely 
over and the present disposition of the 
public is to do full justice to its indis- 
pensable transportation agency. 

For the future the committee be- 
lieves that. the first consideration is 
a provincial commission having control 
over the operation of such vehicles, in 
order that the question of motor ve- 
hicle competition which deprives es- 
tablished transportation agencies of 
their legitimate revenue may be re- 
moved from the field of polities and 
that there may be some authoritative 
and unbiased body to appeal to. If 
such a commission has authority over 
all means of transportation within the 
province so much the better. 

The immediate work the committee 
feels it should do is the establishment 
of such commissions or placing the 
operation of motor buses in the hands 
of suitable existing commissions. Uni- 
formity of legislation throughout Can- 
ada is considered desirable. 

The report was signed by Chairman 
F. D. Burpee, C. D. Dahl, I. S. Fairty, 
G. Gordon Gale, W. G. Murrin and 
W. R. Robertson. 
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‘Meeting of the Central Account- 


BY ants’ Association 


HE Central Electric Railway Ac- 
countants’ Association will hold its 
summer meeting in the Hotel Waldorf, 
Toledo, Ohio, on Friday and Saturday, 


| July 24 and 25. A boat trip is planned 


on Friday for both the men and the 
women attending the convention. The 


steamer Greyhound will leave Toledo at 
8:30 a.m. and arrive at Put-In-Bay in 
time for luncheon, after which there 
will be bathing and a ball game. 
meeting will be held on the boat. 
Saturday’s meeting will be held in 
The program con- 


A 


the Hotel Waldorf. 


sists of many interesting subjects. 
The report of every standing committee 
will be presented in the form of a brtef 
paper. 


Annual Safety Conference 


HE fourteenth annual meeting of © 


the National. Safety Council will he 
held at Cleveland, Sept. 28-Oct. 2. Co- 
operating with the National Safety 
Council in this convention are the Na- 
tional Civilian Rehabilitation Confer- 
ence and the National Organization for 
Public Health Nursing. Altogether 
more than 200 speakers are scheduled 
at the several conferences. 


American As 


Zao 


sociation News 


Exhibit 

PACE for exhibits at the annual 

convention of the American Electric 
Railway Association to be held in 
Atlantic City Oct. 5-9 was assigned at 
a meeting of the committee on exhibits 
‘held at association headquarters, New 
York, on July 1. Members present were 
C. E. Morgan, chairman; Thomas Fitz- 
gerald, B. E. Tilton, Morris Buck, T. 
W. Casey, S. J. Cotsworth, J. R. Fitz- 
patrick, J. C. McQuiston, A. L. Price, 
A. M. Robinson, R. C. Snell, L. W. 
Shugg, and Director of Exhibits Fred 
C. J. Dell. 

Mr. Dell reported that the applica- 
tions for space received up to date had 
not only exceeded all previous records 
but that they had gone beyond the pos- 
sible accommodations on the pier. The 
total applications that were received 
from 172 firms amounted to 98,283 
sq.ft., while the available space is only 
some 90,000 sq.ft. 

The sub-committee on decorations 
presented a plan which was prepared 
by the association’s decorators. It was 
recommended by the sub-committee fol- 
lowing a meeting held June 30. 

A vote of thanks was given by the 
committee to Mr. Weikel for his offer 
of space adjacent to the Shelburne 
Hotel. It was decided to use this space 
for exhibits which cannot be located on 
the pier. It will be known as Shel- 
burne Court. 

Chairman Morgan stated that the 
contract which has been entered into 
with the pier authorities calls for the 
use of the pier on all nights but one 
during the convention. A motion was 
adopted by the committee to reserve 
the pier for the additional night. 

A motion was adopted establishing 
a rate of $3.50 per linear foot for the 
track space opposite the pier reserved 
for the exhibition of electric railway 
cars. 

The committee authorized the execu- 
tive secretary and the director of ex- 
hibits to take action looking toward 
cancellation of space assigned to any 
exhibitor who does not make payment 
in due time. The director of exhibits 


was also empowered to take suitable. 


action in case an exhibitor desires to 
cancel his contract prior to the con- 
vention. 

It was decided that no automotive 


equipment should be exhibited on the 
pier nearer to the land end than spaces 
124 and 125. Due to lack of headroom 
and the impossibility of making a 
proper display, the committee adopted 
a resolution to the effect that double- 
deck buses should be exhibited in 
Sheldon Court instead of on the pier. 

The greater part of the meeting was 
taken up with assignments of space to 
the applicants. All available space for 
large exhibits on the pier has been 
exhausted. In quite a number of cases 
applicants could not be assigned all of 
the space asked for by them nor in the 
location desired. There were so many 
requests for space and such a large in- 
crease in the area desired that it was 
quite difficult for the committee to 
make the assignments. In many cases 
different exhibitors had made requests 
covering the same space. There is 
still, however, a small amount of space 
available for the display of accessories 
and light-weight apparatus. 


Rapid Transit 


N JUNE 26 a meeting of the com- 

mittee on rapid transit was held 
in the Illinois Merchants Bank Build- 
ing in Chicago. Those present were 
G. A. Richardson, chairman; L. H. 
Palmer, R. F. Kelker, Jr., James 
Walker, W. B. Bennett, M. W. Rew 
representing J. H. Alexander, R. B. 
White, E. J. Mciiraith and J. V. 
Sullivan. 

Chairman Richardson explained that 
answers to the questionnaires sent out 
by the committee had not been received 
from a sufficient number of properties 
to enable this phase of the committee’s 
work to be completed until after some 
of the other properties had been heard 
from. He explained that some of the 
fundamental information required by 
the committee for its studies would be 
difficult to obtain by questionnaire, and 
volunteered to send a man out on an 
extensive trip to various cities for the 
purpose of collecting the basic infor- 
mation desired. He called on Mr. Mc- 
Ilraith to discuss an outline which had 
been prepared to cover some of the 
fundamental phases of the transit prob- 
lem that were considered as being 
within the scope of the committee’s 
work. 


It was the concensus of opinion that 
the work of the committee should de- 
velop underlying principles of city 
transit which would be the means of 
guiding thought on this subject. With 
many cities going ahead with street 
widening projects, it was felt that it is 
becoming increasingly important that 
the relative advantages and cost of 
street widening and rapid transit from 
the standpoint of relieving traffic con- 
ditions be presented in their true light. 

Since the practice of assessing the 
cost of widening projects against the 
benefited property is generally fol- 
lowed, it was also felt that it is impor- 
tant to analyze carefully the relative 
increase in value to affected prop- 
erty which is given by street widening 
as compared with rapid transit. From 
some examples cited it seemed that this 
offers an opportunity of building senti- 
ment in favor of transit in many situa- 
tions where street widening plans are 
under way. Since rapid transit gives 
much greater traffic carrying capacity 
than do widened thoroughfares for in- 
dividual vehicular traffic, and since the 
costs are usually much less, it was felt 
that rapid transit construction can be 
put in a new light before the public by 
a proper presentation to them of the 
facts. 

Mr. Kelker discussed the principle of 
assessing that portion of subway or 
high-grade elevated construction in ex- 
cess of the cost of the least expensive 
type against the property which ben- 
efits directly from the increased ex- 
penditure. Recommendations recently 
made in connection with transit plans 
in Los Angeles had been on this baz__. 
he said. Mr. Walker felt that the ad- 
vantages of private operation should be 
placed before the public at the same 
time as the subject of special assess- 
ment financing is advocated, in order 
that the two principles may be linked 
together in the mind of the man in the 
street. 

The committee approved Mr. Richard- 
son’s offer to have Mr. MclIlraith make 
a trip to a number of cities for the pur- 
pose of working up information and 
data bearing on these subjects. 


Valuation 


ATERIAL for inclusion in the 

annual report of the committee on 
valuation of the American Association 
was discussed at a meeting of the com- 
mittee held at association headquarters, 
New York, on June 29. Methods of 
making an inventory and of keeping it 
up to date were given consideration. 
There was some discussion of the 
method of determining working capital 
as distinguished from materials and 
supplies. Definitions of valuation 
terms were also discussed. 

One of the principal topics was the 
determination of a cost index from 1913 
onward applying to strictly electric 
railway properties. This index was 
compared with actual construction costs 
obtained by several large holding com- 
panies and was found to check within 
narrow limits. 

Members present were: F. W. Doo- 
little, chairman, J. A. Emery, C. W. 
Gillespie, L. R. Nash, E. Niemann rep- 
resenting F. C. Hamilton, A. 8. Richey 
and F. Silliman, Jr. 
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Keeping Bearings Tight 
in Housings 

EARING troubles have been re- 

duced considerably on the Syra- 
cuse lines of the New York State 
Railways through careful attention 
to keeping the bearings tight in the 
motor housings. Where the bearing 
fit in the housing is found over-size, 
it is the practice to bore out from # in. 
to 3% in. of metal from the worn part 
of the fit. This is then built up by 
acetylene welding, and the bearing 
fit is then rebored to standard size. 
In this way a great many housings 
that are unfit for service are saved 
from the scrap pile. 

A similar method is used for re- 
clamation of the armature bearings 
themselves. Before the bearings are 
babbitted the shells are tried in a 
new housing, and if they show that 
they are below standard size they 
are laid aside for repairs. The 
method of repairing consists of turn- 
ing off about 4 in. from the outside 
diameter of the bearing, and then 
building this up by acetylene weld- 
ing. The bearings are then turned 
on the outside to standard size. 


Lime Makes Good Covering 
for Repair Shop Floors 


LOORS of truck overhauling 

shops are usually very greasy and 
dirty, due to the nature of the work 
that must be done there. Many 
roads spread sawdust over the floors 
to take up the dirt and provide an 
easy means of sweeping clean. 
Where a greasy bolt, nut or washer 
is dropped, however, the sawdust ad- 
heres to the surface and makes it 
difficult to find the small part.. The 


Die Used for Forming 


Frames for 


Advertising Cards in Omaha 
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cleaning off of the sawdust also takes 
up time of the repairmen. 

Slacked lime is used for a floor 
covering in the truck repair shops 
of the Brooklyn-Manhattan Transit 
Corporation. Shopmen report that 
it has several advantages over saw- 
dust. In case a small part detached 
from the work is dropped on the 
floor it can be located quickly. The 
white lime also helps to give better 
lighting to the shop, which is of 
particular advantage. Shops ‘with 
floors covered with lime also present 
a very clean appearance and the lime 
soaks up oil and grease readily. 


Forming Frames for 
Advertisements 


HEET metal frames and clips 

which are used for holding 
advertising cards in the the cars of 
the Omaha & Council Bluffs Street 
Railway are formed with a die made 
from two pieces of old T-rail used in 
a large punch press. As shown in 
the illustration of a card in the sash, 
this holder consists of an upper mem- 
ber so that it screws to the upper 
rail of the sash and comes down 
against the glass along the upper 
edge. Riveted to this upper piece are 
two spring clips extending down the 
entire height of the glass. Along the 
lower rail four small clips are screwed 
into place to hold the bottom of the 
cards. As shown in the illustration, 
the card is slipped under the two 
vertical clips which are then held in 
place by two of the four lower clips. 

The top horizontal part of this 
frame is formed and punched com- 
plete in one operation, in a large 
power punch and shears. The two 
spring clips are riveted to this top 


smaller, lighter machine. 

It will be noted that the die which 
is shown below in the illustration, 
contains a row of small lugs set in 
against the spring which act to strip 
off the formed piece after the punch 
has come done. The projections on 
the punch above are for punching the 
holes for screws to fasten this frame 
in the upper sash. 


The small die for riveting on the — 


spring clips is not shown in either 
illustration. 


Reducing Cost of Car 
Cleaning 


ARS of the Birmingham Elec- 
tric Company are washed every 
four days. This includes the roof, 
exterior, and floor which is scrubbed. 
In addition windows are washed 


every two days and the inside of 


the cars are swept and seats dusted 
twice every 24 hours. 
and 42 men are used on this work 


taking care of approximately 250 — 


cars. 
Time required for cleaning roofs 
and exterior of cars has been re- 


duced considerably by use of the | 


spray-washing system. The wash 
track is provided with four 2-in. 
pipes in a perpendicular position on 
each side. These are arranged to 
project over the top of the car at 
an angle, and perforated holes on the 


side toward the track produce the- 
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necessary needle shower bath for the 


car. The wash track is cemented so 
as to carry off excess water. 


In washing a car it is operated 


through the spray twice, and four — 
men with long-handled brushes ap- ~ 


ply a cleaning compound, which 


Car Cards Are Easily Slipped into the Racks and Are Held Firmly 


. 
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serves to loosen the dirt. 
is then passed through the shower 
_ again for rinsing. The water is con- 
trolled by three-way valves. 
_ maximum time for cleaning a car is 


! 


The car 


The 


ten minutes, and approximately from 


| 30 to 40 gal. of water is used. 


Preventing Mushroom 
Heads on Tools 


HOP men are familiar with the 

mushrooming effect which occurs 
on tools, such as chisels, stamps, 
drifts, punches and plugging tools 
from the continual striking of ham- 
mer blows on the top. Where the 
tops of such tools are square at the 


edges glancing blows will cause un- 


even surfaces, and then succeeding 
blows on this slight elevation cause 
_the material to be hammered out to 
a thin sliver, which works toward 
the circumference of the tool. A 
glancing blow with the hammer will 
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Wrong and Right Way to Dress a Tool 
Head. The Most Satisfactory Method Is 
with a Radius, as Shown at the Right 


then easily cut off this sliver, which 
will fly off, perhaps causing serious 
damage. 

Some results of tests- made to 
determine the most satisfactory type 
of head for hand tools designed for 
striking are given in a recent issue 
of National Safety. News. 


In some shops it is the practice 


to bevel off the sharp edge in an 
effort to prevent this mushrooming. 


-A blow struck on the head of the © 


‘chamfered tool is not as apt to break 
‘a piece off as where the edges are 
square, because more material 
remains from the edge of the bevel 
to the edge'‘of the tool to resist the 
‘blow. However, with constant ham- 


_ _mering mushrooming will occur. 


The most satisfactory manner of 
preventing the mushroom head is 
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to grind the top edge of the tool 
to a radius so as to round off all 
sharp corners. A _ glancing blow 
struck at the extreme outer edge 
will do no serious damage, and as 
there are no sharp corners to break 
off accidents due to this cause are 
prevented. Constant hammering will 
tend to fill up the radius, but if care 
is taken to grind the edges fre- 
quently, satisfactory results will be 
obtained. Experiments with various 
radii for the edges have shown that 
with a radius between one-eighth to 
one-fourth the diameter of the tool 
best results are obtained. Three- 
sixteenths of the diameter has been 
found very satisfactory. 


Simple Bending Device for 
; Trolley Poles 


HEN the power house of the 

Poughkeepsie & Wappingers 
Falls Railway, Poughkeepsie, N. Y., 
was dismantled some time ago, the 
company removed the pedestal of an 
old equalizing switch and rigged it 
up in the shop as a pipe-bending 
device. Formerly the switch had 
been used for equalizing the load on 
two rotary converters. The electrical 
apparatus was removed and_ the 
pedestal firmly fastened to the floor 
of the machine shop. Wood blocks 
were installed in the space where 
the contacts had been and a pipe vise 
attached to the block. On the side 
of the pedestal two brake chain 
rollers were fastened by 1-in. bolts, 
one roller on the upper right-hand 
side and the other on the lower left. 
This spacing is such that a length 
of pipe can be inserted between them 
and bent easily by hand. The sec- 
tion in which it is desired to make a 
bend in the pipe is placed between 


| to 
on 


Pedestal of an Old Equalizing Switch Has 
Been Converted Into a Pipe- 
Bending Device 


the rollers, in the position shown in 
the accompanying illustration. Down- 
ward pressure is exerted on the end 
of the pipe until the required amount 
of curvature has been obtained. 
The apparatus has proved particu- 
larly useful for straightening bent 
trolley poles.. 


Compressor Room Under 
Repair Shop 


> LEVATED open track supported 
on cast-iron columns is used in 
the shops of the Houston Electric 
Company, in place of the ordinary 
type of pit construction. These ele- 
vated tracks are carried outside the 
building to inclined runway3 which 
ultimately reach the surface level. 
By building the shop floor across on 
joists supported by the track col- 
umns an elevated floor section level 
with the track is provided near one 
end of the building. Under this 
section the space has been utilized 


This Convenient Compressor Repair Shop Is Located Under the Elevated Tracks in the 
Shops of the Houston Electric Company. Compressors Are Handled Through 
a Trap in the Ceiling with the Air Hoist in the Background 
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for a compressor maintenance shop, 
as shown in the accompanying illus- 
tration. 

This arrangement provides a very 
convenient method of handling com- 
pressors to and from the cars. In 
the background of the illustration is 
shown an air hoist mounted on a 
movable truck, which permits com- 
pressors to be elevated or lowered 
directly to or from the cars on the 
track above through a trap door in 
the ceiling of the repair shop. 
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After the compressors have been 
lowered from the car the hoist is 
run out so that the compressor can 
be picked up with the overhead chain 
block shown in the illustration and 
moved on an I-beam track overhead 
to any desired position. 

Along the wall at the left, imme- 
diately in front of the windows, is 
a long workbench upon which are 
mounted convenient vises and facili- 
ties for carrying on the hand work 
required. 


>< 


New Equipment Available 


Special Winding for Are 
Welding Generator 


PECIAL disposition of the com- 

mutating-pole winding in order to 
obtain stabilization of the arc is a 
feature of a new arc welding gen- 
erator recently placed on the market 
by the Northwestern Manufacturing 
Company, Milwaukee, Wis. This 
motor-generator set, known as the 
Hansen are welder, can be furnished 
in two ratings. One has a current 
range of 60 amp. to 350 amp., is 
driven by a 10-hp. motor and is good 
for a continuous welding duty of 225 
amp. to 250 amp.; a larger machine 
has a range of current of from 90 
amp. to 400 amp. and is intended for 
both metallic and carbon electrodes. 
This machine is driven by a 15-hp. 
motor. 


Long-Stroke Pneumatic 
Drill 

EVERAL new features have been 

introduced in a type of four- 


cylinder pneumatic drill just placed 
on the market by the Ingersoll-Rand 


Company, New York, N. Y. A speed 
governor is provided to limit, the 
speed of the drill after it has passed 
the point of maximum horsepower. 
This prevents racing and extra con- 
sumption of air. It also prevents 
excessive wear on the drill from 
high free speeds, and reduces lubri- 
cation troubles. 

Cylinder liners of special steel are 
fitted into the steel casing which 
are easily removable. A worn cylin- 
der may be thus easily renewed at 
small cost. A space provided be- 
tween the cylinder liner and cylin- 
der case walls prevents sticking of 
the piston. The cylinder liners are 
held in place by cylinder heads 
which screw into the liners and 
shoulder against the case. The 
threads are in the liner so that 
stripped threads necessitate replace- 
ment of the cylinder liner only. 

Crankpins are fitted with a sleeve 
held stationary on the pin, so that 
wear takes place on the sleeve in- 
stead of the pin. Lubrication of the 
crankpins is from the inside as well 
as from the outside. The main valve 
is of large diameter with long bear- 


Reversible Long-Stroke Drill Partly in Section Showing Helical Gearing, 
Pistons, Cylinder Liners and Crank Pins 
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ing surfaces. It is air balanced so 
as to avoid wear on its bushing, 
Gearing is of helical type. Con- 
necting rods are of one-piece drop 
forgings, so there are no straps, 
toggles, bolts or pins to adjust in 
cramped quarters. 

The crankshaft construction per- 
mits the use of solid-end connecting 
rods and renewable crankpin sleeves. 
The complete crankshaft with pis- 
tons and connecting rods can be 
assembled outside of the case and 
then inserted in place. This is a 
particular labor~ and time-saving 
feature, and insures more accurate — 
assembling of the parts. 


Odometer Mounted on 
Car Body 


OR mounting on the dash, floor 
board, frame of the truck or any | 


convenient location the Ohmer Fare — i 


Register Company, Dayton, Ohio, 
announces that it has developed a 
type of odometer. The new instru- — 
ment is similar to the type of hub- | 


IOHMER 
(omen ave aioe ca] 
oxteire Soest rn 


Built-in Type of Mileage Recorder 


odometer for recording the mileage 
made by tower wagons, emergency 
trucks, buses, ete., which was 
described in the Aug. 9, 1924, issue 
of ELECTRIC RAILWAY JOURNAL. Its 
application to the axles of electric 
cars was given in the March 14, 1925, 
issue. 

The new mileage recorder is made 
with a transmission drive so that the 
front wheel of motor vehicles need 
not be defaced. The gear reducer 
which is attached to the transmis- 
sion drive immediately outside of the 
speedometer outlet reduces the im- 
pulse. This reduces the wear on 
both instrument drive and the in- 
strument head, and prevents slippage. 

The new type odometer has large 
plain figures ? in. high. When the 
figures move they snap into place at 
once, so that correct mileage can be 
read at a glance. It is suitable for 
mounting on any type of automotive 
vehicle or car. 


July 4, 1925 
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Accountant’s Report 


$3,185,227 Deficit in 
Municipal Funds 


Shows Detroit 
Has Been Living Out of Reserve 
Funds 


An auditor’s report of the financial 
condition of the Detroit Municipal Rail- 
way presented on June 29 to Mayor 
John W. Smith, showed a net deficit 
of $3,185,227, despite the fact that, dur- 


ing the past few years, reports have 


been made public almost monthly pur- 
porting to show that the department 
was making money. 

W. W. Hauser, auditor for the rapid 


transit commission, loaned to the De- 


partment of Street Railways to make 
the audit, cites the fact that in many 
instances where money was set aside to 
meet claims made against the system, 
no actual cash was put up, but that 
the “reserve” was simply created on 
paper. 

The fact that a deficit does exist was 
discovered by Mr. Hauser when he pro- 
ceeded to check a report prepared for 
Schram prior to the latter’s dismissal 
by Mayor Smith, Mr. Hauser took the 
report for the month of May, prepared 
by I. N. Merritt, who was dismissed as 
auditor at the same time Mr. Schram 
left the D.S.R., and thealleged errors 
were discovered in it. Mr. Hauser’s 
analysis is complete in all capital cost 
funds of the system. A further report 


on maintenance will be presented later. 

The complete analysis of, Auditor 
Hauser, accompanied by an explana- 
tion, is as follows: 


RESERVES 


(1) The Claims Division has suits and 
claims pending for injuries and damages, 
$7,140,000.00 for suits and $70,000.00 for 
claims, totaling $7,210,000.00. Reserves for 
these injuries and damages have been cre- 
ated out of operations to May 31, 1925, in 
the amount of $1,342,449.28, but not repre- 
sented by corresponding cash funds. In 
other’ words the amount $1,342,449.28 is a 
paper transaction and the cash is not 
available to meet any claim obligations as 
they arise. 

(2) Equalization reserves for _ track, 
poles, overhead lines, ete., and car equip- 
ment have been created out of operations 
to May 31, 1925, in amount of $320,109.16, 
but not represented by corresponding cash 
funds. In other words, the amount of 
$320,109.16 is a paper transaction and 
eovers money diverted from maintenance 
and operation for construction purposes. 


BOND ISSUES 


(3) Five million dollars ($5,000,000.00) 
in bonds were voted by the electorate on 
April 2, 1923, for the Department of Street 
Railways to make extensions, etc., to its 
transportation lines. One and one-half 
million dollars ($1,500,000.00) of these 
bonds have been _ sold. The remainder 
authorized, $3,500,000.00, may be disposed 
of when the department needs the funds 
for the purpose for which they were voted. 


LOANS 


(4) The city treasurer had advanced 
$2,571,286.28 in loans to May 31, 1925. 
These loans are chargeable against the 
proceeds of the $3,500,000.00 of bonds men- 
tioned above. If these bonds were sold and 
the loans paid off, there would remain 
$928,713.72 available for the Department of 
Street Railways for construction purposes 


SUMMARY OF CURRENT CASH POSITION AT CLOSE OF BUSINESS MAY 31, 1925 


Funds required on May 31, 1925: 


Wages for the last half of May, 1925, payable June 10th............. 
Power for May, 1925, duey the Detroit HMdison Coll. . 5.5. k see ee e's 
Group insurance premium collections payable to insurance company.. 


$480,876.69 
124,247.51 
15,020.31 


Sundry creditors for bills unpaid on May 31, 1925: 


Bills unpaid covering March, 1925, and prior purchases... . 
Bills unpaid covering April, 1925, purchases 
Bills unpaid covering May, 1925, purchases 
Dodge Brothers contract for motor coaches. . 


Miscellaneous items 


Sinking funds: 


$19,753.31 


610,267.33 


Interest and sinking fund provisions for the month of May, 1925, pay- 


aple in teash in June, 1925.........0.006% 


Reserve funds: 


431,152.81 


Equalization and equipment reserves for ways and structures, that is, 
poles, wires, rails, ties,.etc., and cars created out of operations to 


May 31, 1925, but not represented by corresponding cash funds...... 


320,109.16 


Reserve for injuries and damages created out of operations to May 31, 


1925, but not represented by corresponding cash funds.............. 
Motaimoumas redtwredaas at May 31, L925... site cs te eee ee eee 


Ot) OE DSO DEES AED $363,633.84 
Retegssa's fajase tarchaieint tel 403,769.99 


Deduct cash and cash items on hand: 


Nt ee ss Siete sche aise. hicie ase alee 


Accounts receivable 


1,342,449.28 
$3,324,123.09 


766,403.83 


Excess of cash requirements as at May 31, 1925, over current cash and 


cash items on hand on that date 
If bonds are sold 
Notes paid off 


Net available 


Stihen MES ONRED orate $3,500,000.00 


$2,557,719.26 
2571,286.28 
928,713.72 


Net deficiency in money required without provision for construction 


work now in progress 
Add: 


$1,629,005.54 


Construction work now in progress, 75% of which will be completed 


in June 


Net deficiency in money required... 


Add to this: 


Amount estimated for work on job orders which were to be started 


about July 1, 1925 
Total deficit 


692,936.00 
$2,321,941.54 


863,286.00 
$3,185,227.54 


CONSTRUCTION WORK 


(5) According to estimates prepared by 
the engineering department there will be 
required $692,936.00 to complete construc- 
tion work now in progress. This work will 
be 75% completed in June and must be 
finished, otherwise the Department of 
Street Railways will lose money. 

(6) In addition to this, job orders were 
issued for work to be started about July 
1, 1925, amounting to $868,286.00 which 
cannot be started until money is provided. 


Mayor Smith stated the report for 
May would show a net profit for that 
month, standing alone. The coach divi- 
sion of the system, which has been 
operated at a loss previously, actually 
showed a profit of $4,000 during the 
month of May. 


Seattle-Rainier Purchase Matter 
in Abeyance 


Nothing new has developed regard- 
ing the purchase of the lines of the 
Seattle & Rainier Valley Railway, 
Seattle, Wash., by the city of Seattle. 
Everything is waiting on Marshall 
E. Sampsell, president of the company, 
who is in Chicago. In the meantime, 
Mr. Horner, Seattle attorney, opponent 
of the proposition, and E. L. Blaine, 
chairman of the City Council, have 
been discussing the advisability of the 
purchase in the daily papers. In the 
issue of the JOURNAL for June 13 it 
was inadvertently stated that a formal 
offer of $1,000,000 had been made by 
the Council for the road. The offer 
was $1,200,000. The amount was stated 
correctly in the JOURNAL for June 20. 


City and Company Tell 
Grievances 


Witnesses for the city of Kingston 
appeared before the New York Public 
Service Commission recently in op- 
position to the proposed abandonment 
by the Kingston Consolidated Railway 
of the Colonial Division line. They 
testified to the rapid development in 
the vicinity of Washington Avenue and 
that that section needed car service. 
The railway answered that traffic on 
Washington Avenue was light and that 
most of the residents of the section 
drove their own cars. It was also con- 
tended by the city that the railway 
should not be permitted to abandon an 
underpass of the West Shore Railroad 
and continue the dangerous grade cross- 
ing on the Kingston City line. The city 
asked, if the abandonment were ordered, 
that the company be required to reroute 
its cars so as to use the subway. The 
contention of the company was that to 
reroute the cars so as to use the subway 
would require an extra car at a cost of 
about $17,000 a year. Commissioner 
Van Voorhis announced that Raymond 
G. Winans, traffic expert of the com- 
mission, would study the situation in 
Kingston before a decision was made. 
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Wage Matter Up at Akron 


Discussion Begun Before Arbitrators 
of Problems of Pay and Condi- 
tions of Service Governing 
Bus Work 


The question of whether bus drivers’ 


shall become members of the street 
railway men’s union is one of the chief 
issues before an 
which met on June 30 to settle the labor 
differences between the trainmen and 
the Northern Ohio Traction & Light 
Company in Akron. There are four 
unions on the property. Three of them 
refused to accept the company’s offer 
of an increase of 4 cents an hour for 
one-man car operators. The Canton 
city union accepted the offer. Most of 
the cars there are of the one-man type. 

Hearings are being held at the 
county court house. The arbitrators 
are Charles Currie, for the company; 
Gus Kasch, for the trainmen, James 
McCausland, chosen as the third man. 
Mr. Currie is a street railway operator, 
Mr. Kasch a local politician of the rad- 


ical type and Mr. McCausland is a 
laundry operator. 
There are approximately 130 bus 


operators in the city of Akron and they 
have expressed themselves as being 
opposed to the plan of taking them 
into the trainmen’s union. They resent 
submission of the question to arbitra- 
tion and have presented petitions to 
the board declaring that they do not 
want to have any section written into 
the contract in any way applicable to 
them. 

The entire controversy centers around 
the use of the word “employee” in the 
first section of the proposed contract. 
The trainmen want this section to em- 
brace ‘“motormen, conductors, brake- 
men or other employee.” The company 
contends that this would automatically 
make a closed shop so far as its trans- 
portation department is concerned. The 
trainmen have announced their willing- 
ness to change the word “employee” to 
read “bus men.” 

In the negotiations which preceded 
the arbitration the question of wages 
was almost lost sight of, so anxious 
were national officers of the Amalga- 
mated Association to make the contract 
cover the bus drivers. 

The company offered to add 4 cents 
an hour to the wages of the one-man 
car operators in Akron as it did in Can- 
ton. The Akron local union is fighting 
the proposed use of the one-man car 
and has refused to go along for the 
next year on that basis. Since June 15 
the company has equipped five of its 
Akron city lines with one-man cars. 
It has converted practically all of its 
Peter Witt type of cars for one-man, 
two-man service. This has been done 
by equipping the cars with all of the 
safety devices, closing the center doors 
and using the front doors exclusively. 
The pay-enter plan is used on inbound 
trips and pay-leave on outbound trips. 
Plans are under way to convert several 
other lines to one-man operation. Other 
types of cars are being changed to meet 
such a necessity. 

Little objection has come from the 
public to the operating change. Under 
the plan the company has been able to 
double its service during the rush-hour 


arbitration board ~ 
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periods and materially increase it at 
other periods of the day. 

The first question taken up Tuesday 
by the atbitration board was that rela- 
tive to the bus men. Testimony was 
presented showing the bus men had a 
social organization of their own and 
that they did not desire to become a 
party to the contract. 

The question of wages will not be 
taken up before the week commencing 
July 6. The men want an increase of 
12 cents an hour on both city and inter- 
urban lines. They propose to submit 
figures showing the advance in neces- 
sities during the last few years. 


Linking More Central West Lines 


Indiana traction men expect steps to 
be taken shortly toward a continuous 
interurban between Chicago and Louis- 
ville. As indicated elsewhere in this 
issue, the Chicago, Lake Shore & 
South Bend Railway, ordered sold by 
the court, acquired by the Insull in- 
terests. Harry Reid, president of the 
Interstate Public Service Company, an 
Insull property operating between In- 
dianapolis and Louisville, and his asso- 
ciates more than a year ago acquired 
the Winona Traction Company and its 
lines from Peru through Warsaw and 
Winona Lake to Goshen, Ind. It is 
understood this property will figure in 
the reported Insull plan whereby 
through interurban service will be de- 
veloped. Before any such deal can be 
completed, the line from Peru to In- 
dianapolis, now a part of the Union 
Traction of Indiana, would have to be 
acquired. The Union Traction is in 
the hands of a receiver. 
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Chicago Franchise Matters 
Before Conference 


Chicago transportation heads and a 
City Council committee have called a 
conference for July 10 to begin work 
on a new franchise agreement. With | 
franchises expiring in 1927, the city | 
is hastening to get the views of the | 
surface and elevated lines authorities 
before the State Legislature, which is 
controlled by a majority hostile to the 
city. The city, hoping to gain ground 
in its homerule fight, is in a con- 
ciliatory attitude. { 

The legislative session ended July 1 | 
and a committee began functioning to 
get a compilation of the best utilities 
laws of all states for the purpose of 
forming a pattern for Illinois. 

Another proposition is a proposal 
for a constitutional amendment to 
enable cities to purchase utilities, a 
movement fostered by Mayor Dever of 
Chicago. If progress is made on this 
line, it is suggested that the Chicago 
utilities will be offered a five-year 
franchise to let the city have another 
campaign for purchase. i 

The Chicago Municipal Subway Cor- | 
poration has submitted a new proposal 
to build subways and purchase the sur- 
face and elevated lines to the extent of 
$500,000,000.. The company asks the 
city to place its $40,000,000 traction 
fund in trust to secure the bonds issued 
by the company to start its operations. © 
It purposes to build 123 miles of sub- — 
way at a cost-plus-10-per cent figure. 
It is figured that the traction fund 
trust amortized would amount to $700,- 
000,000 after 62 years and the city then 
would become sole owner of the entire 
system. 


land banker. 


tion. 


Co-ordinated 
cars, bus 
lines. 


surface 
transit 


operation of 
coaches and rapid 


Extension of the Cleveland Railway 
grant immediately to 1950, instead of 
waiting until 1928. 


Lifting the maximum 
from 6 cents to 10 cents, 
always sufficient, within the 10-cent 
maximum, to guarantee a 6 per cent 
return on the company’s stock 


rate of far 
with the rate 


Increasing interest fund barometer 
from $500,000 to $1,100,000, the rate of 
fare not to.go down until the amount in 
this fund is in excess of $1,100,000 in- 
stead of in excess of $700,000 as at pres- 
ent, and fares not to go up unless fund 
drops below $500,000 instead of $300,000, 
as at present. 


Higher Maximum Fare Recommended 


for Cleveland 


Pe ENDATIONS: for remodeling the street car system of Cleve- 
land, Ohio, are contained in a report made public on June 28 by the 
Metropolitan Transportation Commission, headed by A. T. Horr, a Cleve- 
This commission has been conducting hearings for several 
months and has listened to the advice of many leading traction and trans- 
portation experts from all parts of the country. At the very outset of 
its report the commission stresses the necessity for having a unified 
transportation system in the hands of one company under public regula- 
The principal recommendations follow: 


Creation of an annual sinking fund 
of 1.5 per cent of gross earnings, to 
be used under city direction either for 
retirement of capital investment or for 
betterments not to be capitalized. 


Creation by the company of a public 
relations department. 


Charge of a 1-cent differential to sub- 
urban car riders on basis of what resi- 
dents of city pay. 


Continuous study of the transporta- 
tion methods of the metropolitan dis- 
trict under control of a commission to 
be made up of four members from 
Cleveland and one each from Lakewood, 
Cleveland Heights and East Cleveland. 


Gradual substitution of buses for cars 
on certain non-paying lines in case op- 
erating conditions warrant. . 


The Cleveland City Council and the Councils of the other suburban cities 
around Cleveland are expected to take action on the recommendations 
within a few weeks. 


_ July 4, 1925 - 
| 


Detroit United Interurban 
Fares Advanced 


| effective July 1. 


| 


per-mile rate. 


| the present statute. 
At the hearing by the commission on 


| time ago. 


under those for the same period in 1924. 


’ the outset. 


expenses would reduce general 
penses about 14 per cent a year. 


Action by the commission followed 
the suggestions submitted by Mr. Drum 
for the receivers as to the form of 
order desired in the matter of increas- 


ing fares. 


The 3-cent rate, according to Mr. 
Drum, will not permit the interurban 
Passenger traffic, 
it was stated, has fallen off 25 per cent 
this year as compared with a year ago, 
and last year the interurban failed by 


lines to break even. 


$1,707,320 to meet the needed return. 


The rates at present in effect on the 
system are 
22 cents a mile on the Detroit, Monroe 
& Toledo and Detroit, Jackson and 
Chicago divisions and 2% cents a mile 


Detroit United Railway 


on the Rapid Railway. 


IGNORANCE 
ae INVITES 
; é- < — INJURY. 


| The Detroit United Railway has been 

authorized by an order issued by the 
Michigan State Public Utilities Com- 
mission to increase fares on its inter- 

urban lines to three cents a mile, 
: The commission held 
that the increase was lawful under the 
| Glaspie interurban rate act, specifying 
| that interurbans showing a minimum 
| yeturn are entitled to the three-cent- 
The commission’s order 
| was a result of a petition by the re- 
| ceivers of the Detroit United Railway 
| for permission to increase rates to the 
| maximum that can be charged under 


June 25 facts were presented in accord- 

ance with statements in the receivers’ 
' petition filed with the commission some 
It was pointed out by A. L. 
Drum for the receivers that for the 
first two weeks of June, 1925, the pas- 
senger revenues were about 25 per cent 


It was believed, the receivers rep- 
resented, that passenger revenues were 
at rockbottom, and that an increase 
in fares would probably not result in 
many fewer passengers being carried. 
As a result it was unlikely passenger 
revenues could be further decreased at 
Plans in contemplation for 
a reduction in service and operating 
ex- 


Buses now parallel practically every 
interurban line and this motor vehicle 
competition is blamed for the decrease 
in receipts on the interurbans. It was 
pointed out by witnesses for the rail- 
way that the motor vehicles are eating 
into the business of the rail carriers 
at an alarming rate. 

— 
Pittsburgh’s Car Run by 
Vaudeville Trainmen 


Twenty years ago the Canarsie car- 
house of the Brookiyn Rapid Transit 
System, Brooklyn, N. Y., rejoiced in an 
inseparable car crew whose _ blithe 
spirits and good singing were ever in 
demand. They were Gus Van, motor- 
man, and Joe Schenck, conductor. It 
got so after a while that no perform- 
ance before the Employees’ Mutual 
Benefit Association was regarded as 
complete without them. Finally their 
skill in entertainment attracted the 
attention of vaudeville managers, so 
almost at a bound Van and Schenck be- 
came and have remained big headliners. 

Knowing their weakness for the old 
associations of controller handle and 
signal cord, the Pittsburgh Railways, 
through Joseph B. Donley, director of 
public relations, invited them to run 
the white “Safety First” car through 
the downtown district at the noon hour. 
As a dare on his part, E. L. Connelly, 
advertising manager of the 
Theater, where Van & Schenck were 
playing, promised to buy a new suit of 
clothing for Gus and Joe if they went 
through with the offer. At a rehearsal 
on June 17 Joe Harvey, division super- 
intendent, showed the interested boys 
some of the devices added since their 
Canarsie days. The big trip went 
through splendidly the next day, liter- 
ally producing miles of smiles along the 
lined-up curbs. Im fact, the car was 
also run up the Mount Washington line, 
from the peak of which a remarkably 
clear view of Pittsburgh rewarded the 
volunteer crew, who had proved that 
even the new-fangled apparatus of the 
day couldn’t fluster them. Photographs 
were taken by courtesy of the Pitts- 
burgh Press, which ran an illustrated 
advance story and also featured the trip 
on its picture page on June 18. 


Davis’ 
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Number of Accidents Decreased 
in Atlanta in 1924 


A marked decrease in the number 
of accidents in which street cars 
figured was recently reported for 1924 
as compared to 1923 by the Georgia 
Railway & Power Company, Atlanta, 


Ga. Accidents for the year totaled 
6,778, compared to 8,122 in 1923. 
Despite an increase of 8,760 in the 


number of automobiles operated in At- 


lanta, collisions between street cars 
and. motor vehicles decreased from 
5,020 to 4,417. Collisions between 


street cars decreased from 175 to 109, 
while accidents resulting trom hitting 
pedestrians were 101 against 131. 

Officials of the Georgia Railway & 
Power Company attributed the decrease 
in accidents to educational campaigns 
for safety waged by the company, the 
police department and the Atlanta 
Safety Council. 


Dinner to Retiring Official 


Ira E. Guthrie, retired secretary- 
treasurer of the Interstate Public Serv- 
ice Company, was tendered a dinner 
prior to his departure by Harry Reid, 
president of the company. The guests, 
about fifty, were Mr. Guthrie’s associ- 


ates in the Interstate and affiliated 
organizations for more than twelve 
years. 

Mr. Reid acted as toastmaster. 


He expressed regret at Mr. Guthrie’s 
departure and praised his service with 
the company. Among others who spoke 
were Oliver E. McCormick, Chicago, 
treasurer of the Middle West Utilities 
Company; E. VanArsdel, Indianapolis, 
vice-president of the Interstate; Emory 
Sellers, attorney of Monticello; John 
Schafer, Monticello, a pioneer in the 
hydro-electric development on the Tip- 
pecanoe River, and W. Marshall Dale, 
who succeeds Mr. Guthrie with the 
Interstate. 

L. M. Brown, superintendent of the 
railway department, presented to Mr. 
Guthrie a watch and chain on behal/ 
of the employees of the company. As 
noted previously in these pages Mr. 
Guthrie has accepted an appointment 
in Florida. 


Reading from Left to Right: Gus Van, motorman; Joe Schenck, conductor; J. B. Donley, Mgr. Public Relations; Walter Jackson, E. L. 


Connelly, Ad, Mgr. Davis Theater; Joe Harvey, Supt. Craft Avenue Carhouse 
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Springfield-Worcester Scale in 
Effect Until November, 1927 


An agreement between the Worcester 
Consolidated and Springfield Street 
Railway, operating in Worcester and 
Springfield, Mass., and the employes 
in the two cities was adopted by direct 
negotiations and accepted by a vote of 
the employees on June 26. The pres- 
ent wage scale is extended over a 
period of 29 months, from May 30 of 
this year to Nov. 30, 1927. This pro- 
vides for a maximum of 68 cents an 
hour for blue uniform men on two-man 
cars and 76 cents an hour for opera- 
tors of one-man cars and buses. Work- 
ing hours for men on regular runs will 
continue to be eight in eleven. In 
respect to men working on combina- 
tion runs the extreme spread is cut 
from fourteen to 183 hours, while the 
inside spread has been increased from 
eleven to 113 hours. Extra compensa- 
tion allowances are granted to spare 
men for the extra spread of 30 minutes 
for work after 114 and up to 12% hours, 
and an additional 30 minutes overtime 
is given for the next hour. Under the 
old agreement fifteen minutes was 
granted for the twelfth hour, 30 
minutes for the thirteenth hour and 
45 minutes for the fourteenth hour. 

The new contract will cover a longer 
period than any previous contract 
made by these companies. The longest 
previous contract was for eighteen 
months. 

The controversy between the officials 
and employees of the two railways had 
its inception at a conference in Spring- 
field on March 19, between President 
Clark V. Wood and a joint committee 
representing the Springfield and the 
Worcester Consolidated Street Railway 
companies. At this conference the 
trolleymen’s committee urged the re- 
newal of the pending wage contract, 
which expired on June 1. They also 
declared that no reduction in wages 
could be considered. President Wood 
subsequently declined the request of 
the trolleymen, stating that the Spring- 
field Street Railway could not possibly 
continue to pay after May 31 the high 
rate of wages which was in effect and 
at the same time furnish the service 
to which the public was entitled. 

The company then protested against 
the prevailing method of arbitration 
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and asked a board of five, one to be 
named by the company, one by the em- 
ployees, one each by the Mayors of 
Worcester and Springfield and one se- 
lected by agreement between the two 
Mayors. This board would have full 
‘power to decide the issues and its de- 
cisions would be binding for a term of 
not more than three years beginning 
June 1, 1925. The trolleymen, in their 
reply to President Wood, rejected his 
proposal and demanded a maximum 
wage of $6.40 a day for a six-day 
week. The wage at that time was 
$5.44 a day. 


Several conferences between the of- 


ficials and the employees of the two 
companies followed, but without result 
until the conference on June 24 brought 
a settlement of the questions at issue. 
At one point in the proceedings it ap- 
peared as if the issue would surely be 
referred to a board of arbitration. The 
railway officials insisted on the five- 
man arbitration board, while the men 
held out for a board of three. At the 
last previous conference the men 
named Attorney James H. Vahey as 
their representative. Meanwhile Mayor 
Fordis C. Parker had indicated his pur- 
pose not to sit on any arbitration 
board. 

President Wood then requested the 
men’s committee to meet for another 
conference, saying that should this con- 
ference fail to smooth out their differ- 
ences he was ready, to sign the neces- 
sary arbitration papers. It was this 
final conference which resulted in 
bringing the three months’ controversy 
to an amicable end, without recourse to 
arbitration. 


Interurban Excursions to Drama 
of the West 


Electric train excursions from nearby 
cities of southern California have con- 
tributed greatly to the successful run 
of “The Iron Horse,’ a screen drama 
of the winning of the West, presaged 
by Sid Grauman’s ten-act prologue, in 
Grauman’s Hollywood Egyptian theater. 
The accompanying illustration shows 
an excursion of Y. M. C. A. boys run 
by the Pacific Electric Railway from 
Pasadena. Arapahoe and Shoshone In- 
dians of the prologue greeted the ex- 
cursionists on their arrival at the 
theater in Hollywood. 


See “The Iron Horse” 


Excursionists 
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Collier Organization Gets 
Interborough Contract 


A contract between the Interborough ~ 
Rapid Transit Company and the Street 
Railways Advertising Company of 
New Jersey, of which Barron Collier is 
president, for the advertising and vend- | 
ing privileges on the Interborough — 
lines was entered into on (July 1, 1925) 
and submitted to the Transit Commis- 
sion. The contract is for 18 years from 
Nov. 1, 1925. It involves a minimum 
payment of $30,090,000 for that period. 

The privileges granted under the 
contract include not only the use of 
all available advertising space in cars, 
stations and on poster-boards of the 
Interborough lines, but also the vend- 
ing rights, including the sale of news- 
papers, magazines, confectionery and 
other small merchandise, as _ well 
weighing machine privileges. 

The signing of the contract by Frank 
Hedley, president and general manager 
of the Interborough, and Mr. Collier 
followed the opening of bids under the 
auspices of the Transit Commission on’ | 
June 30. “The other bidders were the 
Chicago Elevated Advertising Com- 
pany and Artemas Ward, Inc. 

Under the terms of the new con- 
tract the Collier organization makes: 
an initial payment of $770,000, mini- 
mum annual payments and certain per- 
centages of gross business done. The 
minimum annual payments guaranteed 
by the successful bidder exceeded those 
offered by Artemas Ward, Inc., the next 
highest bidder, by $1,010,000. The 
Ward bid for the 18-year term was ~ 
$29,090 000. 


Jingle Contest Popular 


The Southern Public Utilities Com- 
pany recently put on a jingle contest 
at Charlotte and Winston-Salem, N. C., 
and Greenville and Anderson, S.C. A 
similar contest was put on by the . 
Southern Public Utilities Magazine to 
cover the entire system. One thousand 
jing'es were submitted. They created 
much interest, particularly when three 
were shown on posters on the cars 
prior to and during the contests. One of 
the winning jingles was as follows: 


Street car service can’t be beat, 
Pay your money—save your feet: 
Use the street car—save your cash, 
Comes in good for grub and hash. 
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could transport more people. 
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New Haven Men Reject 
Compromise Offer 
New Haven employees of the Con- 


necticut Company definitely rejected the 


compromise offered them by President 


| Punderford as a means of settling the 
‘wage dispute over a new contract. The 
| compromise 
throughout the state called for the con- 
| tinuance of the schedule of wages in 
'-effect from June 1, 1924, to June 1, 
‘1925, or a scale of 60 cents an hour. 
| The company also conceded seniority 
rights to the trolleymen in bidding for 
' bus driving jobs from the date of 
| acceptance of the compromise. 
) men demanded these rights to be retro- 


voted on by the men 


The 


active to the time buses first went into 
use, three years ago. It is said that a 


| compromise offer will now be made by 


the men. A vote was taken on June 19 
in the various cities of Connecticut, the 
returns from which indicated that the 
employees of the Connecticut Company 
were against acceptance of the cut in 
wages proposed by the company. The 
company’s proposition was to reduce 
the wages of the men 8 cents an hour, 
from a maximum of 60 cents to 57 
cents. The men had asked for a maxi- 
mum of 75 cents an hour for operators 
of two-man cars and a rate of 90 cents 
for operators of one-man cars. 


Full Electric Operation on New 
Haven’s New York Division 


Electrical operation of the Danbury 
branch of the New York, New Haven 
& Hartford Railroad will commence 
on July 10, on which day all trains 
with the exception of a local freight 
train will be operated under electrical 
energy. The operation of the Danbury 
branch electrically will avoid the neces- 
sity of changing engines at South 
Norwalk and will afford patrons in 
that section of Connecticut the same 
service now enjoyed on the main line 
of the New York division. The New 
Haven Railroad also expects to secure 
substantial economies through the more 
effective utilization of electric locomo- 
tives, and the release of steam loco- 
motives for use on other parts of the 
system. 


Mountain Line in Montreal 
Possible 


The plans for a new tram line up 
Mount Royal, in Montreal, Canada, is 
considered feasible by Chief Engineer 
Terreault of Montreal. This statement 
was made recently following a thorough 
study of the plan since early spring, 
when an announcement was made that 
two projects were under consideration 
for improving the access to the moun- 
tain park. The first was the construc- 
tion of mountain elevators and the sec- 
ond the building of a new tram extension 
into the park from the east side of the 
mountain. The new line would be 
double track and would be about three- 
quarters of a mile long. It would also 
provide a new-means of transportation 
between the eastern and western sec- 
tions of Montreal. City Engineer 
Terreault said he preferred a tram line 
to mountain elevators, as the tram cars 
Further- 
more, the elevators could be operated 


in summer only, while tram cars could 
be operated the year around with great 
advantage to the people. He said the 
plans were ready for consideration by 
the Tramways Commission. 


Chicago Elevated Wage Scale 
Again Defeated 


Chicago Elevated employees at a 
second referendum again defeated the 
wage scale offered by the lines. They 
are backing up their own demand for 
a 5-cent boost to 82 cents for motormen 
and 76 cents for conductors. More 
than a majority of the employees voted. 
The final count was 1,856 to reject and 
1,581 to accept the company’s offer. 
The vote came as a surprise and it 
upsets precedents of long standing in 
which the “L’”’ unions followed the 
lead of the Surface Lines in wage 
negotiations. Britton I. Budd, presi- 
dent, said that under no circumstances 
would the increase be granted. The 
union will meet on July 11. 


Subway Plans for St. Louis 
Outlined 


‘C. E. Smith, consulting engineer for 
St. Louis, Mo., has suggested a system 
of outlying subway stations to facilitate 
traffic in the proposed $100,000,000 
rapid transit system for that city. Mr. 
Smith and E. R. Kinsey, president of 
the Board of Public Service, presented 
their views on the proposed subway at 
a meeting of the rapid transit commit- 
tee of the St. Louis Board of Aldermen 
on June 24. They have been conduct- 
ing a survey to determine the rapid 
transit needs of the city. Their ten- 
tative plans contemplate simultaneous 
rapid transit development in the south- 
west, northwest, north, south and west 
sections of the city. 

The initial step in the development 
of the rapid transit system will be con- 
struction of a subway from Highteenth 
Street to the downtown district. An- 
other subway would be on Grand 
Boulevard from Chouteau Avenue to 
North Market Street. This tube would 
be 2 miles long, cost about $8,000,000. 


Flashing Light Signals Favored 


An order of the Public Service Com- 
mission of New York, issued on June 
9, requires that hereafter all automatic 
warning signals which may be installed 
at any highway grade crossing of a 
steam or electric railroad must be of 
the horizontal flashing type. This 
order will apply when new signals are 
installed or existing ones are replaced. 
The purpose of the order is to have a 
uniform type of automatic warning at 
grade crossings to avoid confusion and 
misunderstanding and to enhance the 
safety of the public. 

The commission in the order recom- 
mends the installation of the signals 
in the center of the highway upon each 
side of the railroad, whenever the 
physical conditions of the crossing will 
permit. It is held by the commission 
that when the signals are in the mid- 
dle of the road the lamps are always 
within the range of the automobile 
drivers’ vision, whereas they might not 
be if thé signals were at the side of 
the highway. ~ 


Parking Rules Expedite Traffic 


Electric railway, bus and service car 
patronage was greatly stimulated by 
the new downtown parking regula- 
tions which went into effect in St. Louis, 
Mo., on June 23. According to the po- 
lice the new regulations were a success, 
being generally observed, although ar- 
rests for violations will not be made 
for several days. The new traffic rules 
promulgated by the Traffic Council 
prohibit the parking of any but com- 
mercial vehicles in the congested dis- 
tricts between 7 and 10 a.m. and 4 and 
6 p.m., while a limit of fifteen minutes 
has been placed on the commercial de- 
livery automobiles and trucks. In 
addition further regulations prevent 
motorists from parking on some of the 
streets at any time during business 
hours. 


“Service” Aim of Utility, 
Says Contest Winner 


The prize-winning paper in an essay 
contest recently conducted by the wo- 
men of the Georgia Railway & Power 
Company, Atlanta, Ga., on the subject 
“Public Utilities and Their Relation to 
the Public’ was submitted by Miss 
Lucy Mae Minish, secretary to W. H. 
Wright, who is secretary of the com- 
pany. The essay is written in the form 
of a letter to a friend back home from 
a girl who has gone to Atlanta from a 
small town and started in work with 
the public utility. Simply yet forcibly 
Miss Minish puts before the reader the 
real objective of a utility company, 
namely, service, and what its oppor- 
tunities are for gaining the good will 
of the public. The paper is a good ele- 
mentary course in the beginnings of the 
utility as a business enterprise. 


Electricity for Road 
to Pike’s Peak 


Electrification of the famous cog 
railroad to the summit of Pike’s Peak 
is a probability of the near future. 
Plans looking toward the change in 
power were set in motion following the 
assurance that the city of Colorado 
Springs, Colo., will be able to furnish 
the road power upon completion of its 
new generating system. Wood & 
Weber, electrical engineers of Denver, 
in charge of the construction of the 
municipal system, have been called into 
consultation by the cog road and will 
submit detailed plans. In addition to 
electrification, the cog road will be 
modernized in other respects. Spe- 
cially built cars with glass tops and 
sides will be provided to give passen- 
gers an unimpeded view of the alpine 
scenery, together with protection from 
the cool air and the occasional flurries 
of snow at the higher altitudes. 

The cog road is operated by the Man- 
itou & Pike’s Peak Railway. It mounts 
from the base to the summit of the 
peak by a direct route, attaining a 
height of 14,109 ft. 

The peak was reported by its dis- 
coverer, Gen. Zebulon Pike, to be in- 
capable of ever being climbed. Early 
settlers in the region discovered, -how- 
ever, that the Indians had a well-de- 
fined trail to the apex. White men 
soon began using this trail and hikes 
to the top became common. 
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Madison Company Looks for 
Increased Patronage 


_ The railway problem is not entirely 
settled in Madison, Wis. The Madison 
Railways management finds itself un- 


abie to carry out the program required’ 


when the fare rate was raised from 6 
to 8 cents. 

Under the improvement program 
agreed upon by the Railroad Commis- 
sion, the city and the company, the 
company agreed to double track its line 
on Atwood Avenue, complete double 
tracking on Breeze Terrace and pur- 
chase seventeen new cars, replacing 
nine. An additional revenue of $80,- 
000. would be required each year to 
carry out the program. Monthly re- 
ports filed by the company with the city 
and commission have disclosed that in 
comparison with corresponding months 
of previous years the revenues of the 
company have been decreasing. 

Dudley Montgomery, vice-president 
of the company, in a communication to 
the City Council said that the company 
had purchased additional cars which 
would be put into operation very 
shortly. In addition the company pro- 
posed to commence with the work on 
Atwood Avenue and would go as far as 
resources permitted. But, he continued. 
““anless the riding increases and the im- 
provement fund shows a balance it will 
not be possible to carry out fully this 
year the improvement on Atwood 
Avenue, and no work will be possible on 
Breeze Terrace.” 

The improvements were listed in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Oct. 25, 1924, page 753. 


News Notes 


Seeks Help of Commission.—The 
Muskogee Electric Traction Company, 
Muskogee, Okla., has indicated that it 
will have to abandon its line to Fort 
Gibson unless conditions change. It 
has brought the matter to the atten- 
tion of the State Corporation Commis- 
sion with the idea that that body may 
be able to make some suggestions that 
will be helpful to it. 


Platforms to Be Extended.—The Chi- 
cago Rapid Transit Company and the 
city of Chicago, Ill., have come to an 
agreement by which the elevated plat- 
forms will be extended to permit eight- 
car trains and a consequent increase 
in rush-hour capacity of 25 per cent. 
The company will spend $1,000,000 
within the next few months on plat- 
form improvements and other work. 
In addition it will have a heavy pro- 
gram of work in downtown streets. It 
is said that Mayor Dever and Samuel 
Insull agreed on changes to be made in 
the structural supports of the down- 
town loop. Most of these will be moved 
to the sidewalk. 


Agreement on Fares and Wages.— 
Fares on the Iowa Railway & Light 
Company lines in Cedar Rapids and 
Marion, Iowa, were raised to 10 cents, 
with three tokens for a quarter, re- 
cently, and the company announced that 
the increase would be extended at once 


to its lines in Linwood, Avondale and 
Ridgewood, suburban communities. The 
company presented its books to the 
Council with an audit showing a 
steadily mounting deficit under the 7- 
cent fare. Carmen who pressed for an 
increase in wages decided after sev- 
eral conferences to allow a trial of the 
new fares for three months before ac- 
cepting a new scale. 


New Fares Approved.—The Public 
Service Commission recently authorized 
the Erie County Traction Corporation, 
Buffalo, N. Y., to increase its fares 
effective July 1 by eliminating the pro- 
vision of its present tariff which calls 
for the sale of four tickets for 25 cents 
and by increasing its commutation 
rates. Commutation rates will be in- 
creased as follows 60-trip tickets, 75 
cents; 50-trip and 20-trip family com- 


mutation tickets, 50 cents; 20-trip 
family commutation ticket between 
Hamburg and Cooks, $2.50; 46-trip 


school tickets will be increased 25 cents 
where the present price is $2, and 50 
cents where the present prices are, 
respectively, $3 and $4. 


New Wage Agreement on Aurora 
Road.—The new two-year contract just 
concluded by the Chicago, Aurora & 
Elgin Railroad, Aurora, Ill., with its 
employees involves changes in work- 
ing conditions which will effect sub- 
stantial operating economies and a 
readjustment of wage scales. As 
noted briefly in the ELEcTRIC RAILWAY 
JOURNAL for June 27 the new contract 
contemplates a reduction of wages for 
trackmen, the continuance of existing 
wage scales for a majority of the 
employees and an increase in wages 
of trainmen and certain of the more 
skilled shop and power house trades 
to bring the wage scale of such em- 
ployees to the prevailing standard in 
the Chicago territory. Trainmen and 
certain men in the skilled trades re- 
ceive an increase of 2 cents an hour 
during the first year and an additional 
cent an hour during the second year 
of the contract. 


Franchise Expires.—Officials of the 
Cincinnati Traction Company, Cincin- 
nati, Ohio, and the village of Lockland 
have temporarily agreed to charge a 
123-cent ticket fare to Lockland begin- 
ning July 9, until an agreement fixing 
a new rate of fare is reached. The 
straight fare will temporarily be 13 
cents. The 25-year franchise under 
which Lockland had a 10-cent rate of 
fare expired on June 29. Until a new 
rate of fare is agreed upon the railway 
will operate without:a franchise. 

Day-to-Day Franchise—The city of 
Pontiac, Mich., 
agreement with the Detroit United 
Railway giving a day-to-day right to 
operate lines within the city on which 
franchises have expired. This includes 
about half the trackage in the city on 
both local and interurban lines. The 
agreement calls for a 5-cent fare and 
universal transfers. 


Opposes Increase in Rates. — The 
East St. Louis City Council, East St. 
Louis, Il., has gone on record as op- 
posed to the increase in fare from 8 
cents or two tokens for 15 cents to 
10 cents straight, four tokens for 30 
cents sought by the East St. Louis & 
Suburban Railway. The Council has 


the raise. 


recently adopted an- 


instructed Mayor Stephens and the | 
City Counselor to appear before the Il- — 
linois Commerce Commission and fight 

Residents May Subscribe for Safe — 
Crossing.—A dangerous crossing, 2 | 
miles west of Edwardsville, Ill., is to be 
eliminated if the residents of Edwards- | 


ville, Ill., will subscribe $5,000 for that 


purpose. The Illinois Traction System 
and the Illinois Highway Commission 
have agreed to share the cost of an 
overhead bridge, but will not secure 
the right-of-way. The latter will re- 
quire seven acres, which, with court | 
fees and damages to adjoining prop: — 
erty, would cost $5,000. 
“Day and Night for Forty Years.”— 
In connection with the dedication of 
the utility building “to the spirit of 
public service” at Pittsburgh, Pa., re- 
ferred to in the ELEectrRic RAILWAY — 
JOURNAL, issue of June 27, page 1024, 


the Philadelphia Company and affiliated _ 


corporations issued a beautifully illus- 

trated, 50-page booklet called “Day and © 
Night for Forty Years.” This pamphlet — 
tells the story of the development and 


_achievements of the Philadelphia Com- — 


pany and compares the methods of pro- | 


duction, usage and service rendered by _ 


the corporation in the past with the 
present time. 
tures of some of the figures who were 
instrumental in the rise of this utility. 


Fare Hearing Scheduled——Hearing 
on the petition of the Tri-City Rail- 
way before the Illinois Commerce Com- 
mission asking for an increased fare, 
has been set for July 8, at Spring- 
field. The Tri-City Railway is request- 
ing that it be allowed to discontinue 
the use of the identification card sys- 
tem, and substitute in its place a flat 
rate of 10 cents per passenger or — 
three tokens for 25 cents. It claims to 
be losing money at the present rate. 


Double Protection for Employees.— 
The management of the Lynchburg 
Traction & Light Company, Lynchburg, 
Va., and the Roanoke Railway & Elec- 
tric Company, Roanoke, Va., has en- 
abled its employees to double their 
group life insurance protection in the 
Metropolitan Life Insurance Company, 
bringing the total in force to more than 
$1,000,000. 

Early History Told. — A series of 
articles is being run in Transportation 
News, the official pamphlet of the New 
York State Railways, on the history 
and development of the company. The 
first article appears in the June issue. 
It deals with early electric railway de- 
velopment in the United States. Future 
articles will concern the development of 
the New York State Railways, as far 
back as the horse-car days. The story 
of the development of transportation 
in the cities of Utica, Rome, Oneida, 
Syracuse and Rochester will be told. 


Hearings on Wage Started.—Hear- 
ings of the arbitration board that will 
settle the wage controversy between 
the Scranton Railway, Scranton, Pa., 
and its employees got under way on 
June 22. Thomas J. Williams, Pitts- 
burgh, is sitting as umpire in the dis- 
pute. John M. McCourt represents the 
railway and Lawrence F. Hart repre- 
sents the workers. What increase, if 
any, is granted the workers will be 
retroactive to April 1. 
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Railroad Wins ante 


| Supreme Court Rules Operation Between 
i Boston and Brockton Illegal— 


Competition Harmful 


Fred A. Deister was enjoined from 
operating buses without licenses be- 


|| tween Boston and Brockton under a 
| decision of the full bench of the Su- 


preme Court of Massachusetts rendered 
Thus the Supreme Court 


that Mr. Deister must have a license 
from each municipality through which 
his buses’ pass. The New York, New 
Haven & Hartford Railroad instituted 
the suit. 

Chief Justice Rugg wrote the opinion. 
He outlined the routes of the defendant 
and the plaintiff, explaining that the 
plaintiff had complied with all con- 
trolling laws in its operation, but that 
the defendant had no license for the 
operation of motor vehicles in the city 
of Boston or in any intervening muni- 
cipality. Further, he said, that the 
route of the defendant’s vehicles 
paralleled in general the railroad of 
plaintiff between Boston and 
Brockton with a substantial loss of 
passenger revenue to the plaintiff. 

The operation by Fred A. Deister 
constituted “transporting passengers 
for hire as a business between fixed 
Since such 
operation was prohibited without the 
required licenses, he was therefore 
subject to prosecution for the mis- 
demeanor. 

On the question of injunctive relief 
the court ruled: 


The plaintiff may maintain its suit for 
an injunction. It has a franchise right to 
transport passengers between the points 
named. That right carries with it heavy 
obligations to the public. Although that 
franchise right is not exclusive against 
other grants authorized by the Legislature, 
it is exclusive against one conducting com- 
petition, as is the defendant, without a 
franchise or license and contrary to law. 

The operation by the defendant of the 
buses on the highway contrary to the pre- 
cise prohibition of G. L. ec. 159, sec. 45, 
renders the vehicles outlaws and consti- 
tutes a nuisance. It is a general principle 
of equity that one who suffers private, 
special and peculiar injury, as distinguished 
from the public wrong, through the main- 
tenance of a public nuisance, is entitled, to 
injunctive relief. ; oe 


The court ruled that all considera- 
tions led it to the conclusion that the 
plaintiff was entitled to relief. 

When the Superior Court granted 
the injunction a brief was prepared 
in behalf of Mr. Deister in connection 
with the appeal to the Supreme Court 
in which it was admitted that the value 
of the railroad property between Bos- 
ton and Brockton was more _ than 
$50,000,000. It was claimed that Mr. 
Deister operated an “express service,” 
taking passengers at Stuart Street and 
discharging them “only at its station 
in Brockton.” 

Among the issues presented by Mr. 
Deister were the questions: Can power 
be delegated to a town or a city to ex- 
clude and prohibit bus operation for hire 


_ over all highways located within said 


town or said municipality, including ex- 
press service through said town or city 
to other town or cities; can power be 
delegated to a city or town to prohibit 
and exclude express bus service through 
said city or town without providing 
some method of appeal to the Public 
Utilities Commission. 


De Luxe Service Out of 
Washington 


After exhaustive hearings the Public 
Utilities Commission of the District of 
Columbia granted the application of 
the Capital Traction Company for per- 
mission to operate a parlor car bus line 
between Chevy Chase Circle and the 
Capitol. Authorization was granted to 
charge a fare of 25 cents. The Wash- 
ington Rapid Transit Company pro- 
posed a parlor car bus service over the 
same route, with a 10-cent fare. Its 
appeal to the commission was denied. 
The commission order said in part: 


This operation is considered experimental 
to a large extent, and therefore is granted 
with the understanding that the joss, if 
any, incidental to the operation cf this line 
is to be borne by the Capital Traction Com- 
pany and not by the ecar-ridinzg pubiic. The 
commission will observe closely the opera- 
tion of this line. If it anpears that it 
serves in any way to injure the present 
service on or is competing with the Chevy 
Chase car line to the detrituent of the in- 
terest of the public, the commission will 
consider the revocation of this order. 

The order also provides that the 
maximum number of passengers must 
not exceed the seating capacity of the 
vehicle and that monthly reports must 
be made to the commission showing the 
number of passengers carried, the re- 
ceipts and expenditures for the month 
and other information required. 

The Capital Traction Company also 
regards the project as an experiment. 
It is a further effort to meet the com- 
petition of the privately owned automo- 
bile. The company conceded in advance 
that any losses sustained in the opera- 
tion of this bus line should not be 
deducted from street railway income. 


Express Runs Between Akron 
and Cuyahoga Falls 


An express bus service with a 10- 
cent fare was established on June 30 
by the Northern Ohio Traction & Light 
Company between Akron and Cuyahoga 
Falls. The express line operates 
through territory not served by the 
company’s electric lines except for a 
small distance. The line starts from 
the downtown section of Akron, extends 
north over Main Street, across the High 
level bridge reaching the residential 
Gorge section of Akron, over Chestnut 
and Forth Streets into a new district of 
Cuyahoga Falls. Transfers are issued 
free from this line to lines of the Akron 
city system and transfers are accepted 
from the Akron city system upon ex- 
press buses upon 3 cents additional 
payment. Yellow coaches of the De- 
troit type are used. 
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Chicago Surface Lines Has Bus 
Proposal Under Consideration 


Two hundred motor coaches will 
become part of the equipment of the 
Chicago Surface Lines under the terms 
of proposals being gone over by Henry 
A. Blair, president of the lines, and 
Mayor Dever. The Mayor is favorable 
to a bus feeder system and is impressed 
by the possible solution of transporta- 
tion difficulties for communities not 
ripe for track installation. 

Nearly $1,000,000 will be available 
to make initial purchases should the 
Mayor and Council agree to permit bus 
service to all ‘communities which have 
now been mapped for the year’s quota 
of track mileage. It is purposed to 
use the $800,000 extension fund and 
the additional sums which are added 
to it under the franchise. Thus about 
100 buses would go into service as 
fast as deliveries could be made. 

The buses favored are single deck 
and the operating schedules will take 
care of connections with street cars. 
Free transfers will be given and the 
rate of fare for the ride will be 7 
cents. The company is prepared to go 
forward rapidly with its plans by 
establishing a separate department to 
handle the feeders. 

With a full quota of buses in opera- 
tion the company: would resume its 
track extensions in the next three 
years, shifting the bus lines to new 
territory as the old localities grew to 
warrant street car service. 


Oppose Bus Plan of the 
Gary Street Railway 


Extension of the Gary Street Rail- 
way’s bus service to other communities 
in the dunes industrial district of 
northern Indiana is being hotly con- 
tested by the cities of Whiting and 
Hammond, Ind., and both sides an- 
nounced at a recent hearing before 
the Public Service Commission that 
the case would go to the Supreme 
Court. A test of the Indiana motor 
bus law is involved. 

Street car and bus interests of the 
two contesting cities joined forces be- 
fore Howell Ellis, secretary of the 
commission, in resisting a petition of 
the Gary Street Railway for a cer- 
tificate of convenience and necessity to 
invade the neighboring territory with 
buses. Hammond already has granted 
an exclusive franchise to the Calumet 
Motor Company. Whiting is in nego- 
tiation with the Midwest Motor Coach 
Company and has reached the stage 
of ratification of a franchise granting 
exclusive bus rights to the Midwest 
concern. Many smaller towns lie be- 
tween the three larger cities and their 
service will depend largely on the out- 
come of the test case as they have 
no street car lines of their own. 


Iowa Interurban to Develop 
Bus Routes 


Iowa interurban lines entering the 
bus field are intent not only upon fol- 
lowing routes of their traction systems 
but in developing the field by establish- 
ing feeder lines to existing electric lines 
and bus lines already operating. The 
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Fort Dodge, Des Moines & Southern 
Railroad has asked to establish itself in 
the Fort Dodge-Mason City and Fort 
Dodge-Spirit Lake territory. The first 
is a 105-mile run serving Eagle Grove, 
Clarion, Solberg, Garner and other in- 
termediate communities. 
a 116-mile route with Pomeroy, Have- 
lock, Emmetsburg, Estherville and 
similar communities served. Recently 
the Iowa Railroad Commission granted 
a permit for a bus route to the Fort 
Dodge, Des Moines & Southern Trans- 
portation Company, a subsidiary of the 
railway, from Des Moines and Boone, 
Boone and Webster City and Des 


Moines to Iowa State College, via 
-Ames. : 
Abandonment Follows Bus Opera- 


tion—The United Traction Company, 
Albany, N. Y., filed application with the 
Public Service Commission on June 24 
for approval of declarations of aban- 
donment of its Country Club line from 
Manning Boulevard to the city limits 
and the so-called Arbor Hill line. The 
company previously had reached an 
agreement with the city authorities for 
bus service in these sections of the city. 


Interurban Ready to Operate Buses. 
—The Washington, Baltimore & Annap- 
olis Electric Railroad, in Baltimore, Md., 

-may operate a bus line between Wash- 
ington and Annapolis. The company 
has taken up the subject with the Mary- 
land Public Service Commission and the 
Public Utilities Commission of the Dis- 
trict of Columbia. The action followed 
similar application on the part of the 
Washington Motor Coach Company. It 
is said that the railroad is ready to 
establish the service, but it believes 
that its present railway facilities be- 
tween the two cities are adequate. 


Sioux Falls to Omaha by Bus.—The 
South Dakota Railroad Commission has 
granted a permit to the Sioux Falls 
Traction System to establish a through 
bus line between Sioux Falls, S. D., and 
Omaha, Neb., via Sioux City, Iowa, and 
Council Bluffs, Iowa. The service will 
start before July 15. 

Four-Mile Railway Replaced by 
Buses.—Buses have replaced electric 
railway service between Bridgeport and 
Lordship Park, a suburban shore resort 
of Bridgeport, Conn. Railway service 
was formerly furnished by the Lordship 
Railway. The City Service Corpora- 
tion, controlled by Walter B. Lasher, 
president of the American Chain Com- 

pany, has started operations with three 
' 29-passenger buses, which will run 
between the Plaza in Bridgeport and 
Lordship. The railway operated 4 
miles of line at a 5-cent fare. 


Bus to Replace Railway.—The City & 
Suburban Railway, Washington, D. C., 
has been granted permission by the 
Maryland Public Service Commission to 
discontinue railway 
Laurel and Beltsville on the establish- 
ment of bus service between Laurel and 
Hyattsville. The company was denied 
permission to discontinue railway serv- 
ice between Laurel and Branchville. 

Attorney-General Fixes Commis- 
sion’s Bus Status.—Street railways can 
be authorized by the Wisconsin Rail- 
road Commission to operate buses and 
to finance their purchase by issuing 
notes. This is the gist of a ruling just 


The other is 


Plains, 


service between 
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handed down by the Attorney-General’s 
department. The decision was the out- 
growth of the question of whether or 
not it was legal for the Madison Rail- 
ways to amend its articles of incor- 
poration so as to provide for the opera- 
tion of buses in the city. 

Bus Service for Jefferson City. — 
Jefferson City, Mo., has an ordinance 
pending under which the Missouri 
Power & Light Company will establish 
bus service extensions to existing rail- 
way lines. The ordinance fixes the bus 
fare at 10 cents with free transfers to 
the street cars. The measure will not 
grant exclusive rights. 

Two Bus’ Routes Proposed.—The 
Nashua Street Railway, Nashua, N. H., 
has proposed to amplify its service by 
the addition of two bus routes and the 
Mayor has announced his approval of 
the plan. 

Petitions for Bus System.—The Third 
Avenue Railway, New York, N. Y., has 
made application for consents to op- 
erate buses in Greensburg, White 
Mount Vermon and New 

Application will also be 


Rochelle. 


made to operate in the Pelhams and 


Eastchester. Already permits have 
been granted for service in and around 


licenses in Milton, Quincy, Weymouth, — 


‘the lines is now anticipated. 
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Yonkers. New equipment for bus an 
other service is expected to cost $5,- 
000,000 and entail the purchase of 200 © 
buses of an up-to-date type. The 
company plans to have a transfer sys- 
tem from bus to trolley and vice 
versa. 


" ( 
To Start Another Bus Line.—The | 
Eastern Massachusetts Street Rail- 
way, Boston, Mass., has decided to 
start a bus line from Mattapan to Nan- 
tasket Beach and from Neponset to | 
Nantasket Beach, to operate on an | 
hourly schedule. It has petitioned for | 


Hingham and Hull. No opposition to 


Buses Bought for Montreal.—Buses 
will be operating in the streets of — 
Montreal, Canada, as part of the — 
Montreal Tramways about Aug. 15. The © 
Montreal Tramways Commission has 
given formal approval to the purchase _ 
by the Montreal Tramways of fourteen 
buses from three companies. The total 
cost will be $146,818. Colonel Hutche- 
son, vice-president and general man- — 


-ager of.the Montreal Tramways, an-— | 


nounced some time ago that a supple- | 
mentary bus service would be tried out — 


-in Montréal within a few months. 


1 Corporate 


Nebraska Would Fix Utility 
Issue Proportions 


The State Railway Commission of 
Nebraska, in which is vested authority 


to pass upon all stock and bond issues © 


of public utilities, has announced that 
it will apply the general rule hereafter 
that bonds will not be approved in ex- 
cess of 75 per cent of the depreciated 
present-day valuation of fixed proper- 
ties, excluding intangibles; that pre- 
ferred stock and bonds must not ex- 
ceed 90 per cent of the present-day 
depreciated appraisal of the fixed prop- 
erty, plus materials and supplies and 
working capital, and that common stock 
must represent whatever else is essen- 
tial in the financing plan. 

The commission says there is no 
doubt that some intangible value at- 
taches to the purchase of going proper- 
ties, but that any estimate is purely 
speculative until test by experience has 
demonstrated that value. It holds that 
a purchase price based on present-day 
unit costs plus intangible values of 
consequence is a high purchase price. 
It insists that the proportion of that 
purchase price which represents the 
speculative margin should be in com- 
mon stock. 

The ruling was brought about by rea- 
son of the many consolidations of unit 
plants in various cities and towns 
financed by sales of preferred stocks 
and bonds. In a number of cases the 
purchase price has been in excess of the 
physical value of the properties. Unit 
plants are being linked together and 
current furnished from a central point. 
This reduces production costs and as 
rates remain the same a profit presents 
itself for the promoters to be absorbed 
through their ownership of the com- 


mon stock. In a number of cases the 
consolidated company is able to take 
profitable contracts with municipalities 
at rates less than the latter are able, 
with their small, individual plants and 
proportionately large overhead, to pro-— 
duce current. 


$839,781 Increase in Washington 
Valuation Figure 


The State Tax Commission of Wash- 
ington has fixed the valuation of the 
eighteen street railway and interurban 
properties in Washington at $16,742,994 
for the year 1925. Based on the total 
assets included in the 1924 valuations 
for this class of railway, this figure 
represents an increase in valuation of 
$839,781. While the figures established 
for the 1924 valuations of the street 
railway and interurban properties was 
$16,785,550, these figures . included 
power and light properties of the Stone 
& Webster interests, which were as- 
sessed in conjunction with the rail 
holdings of that concern. 

Taking all the facts into considera- 
tion, the 1925 valuations of the rail 
properties proper, placed at $16,742,- 
994, plus the value of the power and 
light property transferred, estimated 
at $839,781 the valuation for 1925, as 
compared with the values established in 
1924, would amount to $17,625,331, giv- 
ing the increase of $839,781 noted. 

The commission assessed the rail 
properties exclusive of power and light 
utilities at $1,832,655, which included 
improvement of $162,927. Based on the 
same method of computation allowing 
for reductions and betterments the Tax 
Commission valued the Pacific Trae- 
tion Company of Pierce Company at 
$187,198 for 1925, the Spokane United 
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Railway at $2,765,911, the Inland Em- 
pire Railway at $1, 075, 086, the Spokane 
ge Eastern Railway & Power Company 
at $1,562,254, Tacoma Railway & Power 
Company at $2,388,211, and the Pacific 


Northwest Traction Company, $1,387,- 


465. The figures are subject to revision 
by the state Board of Equalization 
when it meets in September. 


Reorganization Assents 
Coming Slowly 


According to reports received up to 


June 30 by the receivers of the Detroit 
United Railway, Detroit, Mich., 
is some likelihood that the stockholders 


there 


would not act favorably on the proposed 
If the pro- 
posal is not accepted and its provisions 
carried out by the stockholders some 


‘definite action will be taken by the 
receivers and a sale of the properties 


will probably result. In this case a new 
organization may take charge of the 
operation of the bus companies, which 
will be disposed of with other properties. 

In the event that the proposed re- 


organization of the Detroit United Rail- 
-way is carried out by D. U. R. stock- 


holders the arrangement will have no 


‘direct effect upon the Detroit United’s 


subsidiary bus companies, such as the 
Peoples Motor Coach Company. Some 
of the bus companies acquired are sub- 
sidiaries of the People’s Motor Coach 
Company and others were acquired by 
stock purchase by the D. U. R. 
Coupons on the 4% per cent bonds of 
the Detroit United Railway now due are 
being paid. The bonds mature in 1932. 


Speculation in St. Louis on 
Bus-Railway Consolidation 


The reorganization of the United 
Railways, St. Louis, Mo., is temporarily 
at a standstill pending the decision of 


the United States Court upon the power 


of the company to issue additional 4 
per cent bonds to retire receivership 


certificates that have been issued from 


time to time to take up maturing bonds 
and to meet other obligations. The 


‘preliminary arrangements toward per- 


fecting the details of the blanket 
franchise ordinance that will later be 
presented to the city are also under 
way, but it probably will be several 
months before that stage of the pro- 
is reached. The franchise 
will provide for co-ordinated bus and 
Meantime there is 
much speculation regarding the reor- 


ganization committee taking over the 
People’s Motorbus Company. 


The St. Louis Bus Company, affiliated 
several lines 
and has an_ application 
pending before the Board of Public 


Service to operate a line in the Maple- 


wood-Shrewsbury district that will 


cut deep into one of the most fertile 


sources of revenue for the People’s 
Motorbus Company. This line would 
run on many streets that are now used 
by the rival bus company. With the 
privilege of transferring to the street 
ear lines and'thus reaching any part 
of the city for a single fare, it is be- 
lieved many would prefer the St. Louis 
Bus Company to the People’s Motorbus 


Company which charges the same fare, 


10 cents, with transfers only to its lines. 


Baltimore Holding Up 


President Emmons Pleased with the 
Showing Company Has Made 
Under Adverse Conditions 


After paying all operating expenses 
and fixed charges, including interest 
on income bonds, the balance derived 
by the United Railways & Electric Com- 
pany, Baltimore, Md., from its opera- 
tions for the year ended Dec. 31, 1924, 
was $1,790,631. From this was deducted 
$818,448 for dividends and $822,622 for 
depreciation. The remainder went to 
surplus. 

During the last five years the com- 
pany spent for the items of maintenance 
and depreciation alone $14,005,697 and 
for capital improvements approximately 
$6,000,000. During 1924 nearly $3,000,- 
000 was put back into the property for 
upkeep and improvements. 

The Public Service Commission has 
ruled that the best interests of the 
public require that the company should 
earn a surplus of $1,500,000 above all 
operating expenses (including deprecia- 
tion), taxes, maintenance and interest 
on all of the bonds, including income 
bonds. The company’s surplus as de- 
fined by the commission on the basis 
of the rates of fare established by it 
was $967,968, or $532,000 less than 
the $1,500,000 specified by the commis- 
sion. 

Four quarterly dividends of 50 cents 
a share (1 per cent) were paid on Feb. 
15, May 15, Aug. 15 and Nov. 15, 
respectively. These dividends aggre- 
gate $818,448 on the 409,224 shares of 
common stock outstanding. 

C. D. Emmons, president of the com- 
pany, says it may interest stockholders 
and the public to know what became of 
the fare. The 74-cent ticket fare ap- 
plies to adults. With the lower rate of 
fare to children and commuters the 
average fare received by the company 
is 7.11 cents. 

Of this 7.11 cents— 


ebpresinsetely: 5 3-10 cents, 
man paid to employees oe 
wages, to manufacturers, 
for necessary supplies and 
material, to the tax col- 
lector and for depreciation. 
Approximately 1 4-10 cents, 


5 27-100 cents 


1 43-100 cents 


was paid for property 
rented and for money bor- 
rowed. (This represents 


the company’s bonded debt 
held by approximately 115 
Savings and other banks in 
Maryland, and approxi- 
mately 12,000 individual 
investors. ) Fe 


Approximately 1-3 cent, or.. 35-100 cent 
was paid to 2.189 stock- 
holders. 
Approximately 1- 16 cent, or. 6-100 cent 
was credited to surplus. 
7.11 cents 


According to Mr. Emmons a street 
railway, under existing economic con- 
ditions, becomes largely a collector and 
distributor of money. Over sixteen- 
seventeenths of the entire amount of 
money collected on the street cars of 
Baltimore was promptly paid out again 
in 1924 in wages, taxes, interest on 
borrowed money and cost of materials, 
the balance of one-seventeenth only 
remaining, for stockholders and sur- 
plus. 

Mr. Emmons said: 


Public utilities require an adequate re- 
turn to maintain their credit, otherwise 


EARNINGS AND EXPENSES OF THE UNITED 
RAILWAYS & ELECTRIC COMPANY, 
BALTIMORE, FOR YEAR ENDED DEC. 31, 1924 


Total operating revenues............. $16,453,254 
Operating expenses and *taxes........ 11,471,336 
Operating MeoOMe ss cc0.e, see et ay $4,981,917 
Non-operating income................ 143,975 
Grose tnoome 5S cramer n: 8.4, 2 sie $5,125,893 
Fixed interest on mortgage bonds and 
FENTAIS Piers tikes ee ale eee dk ice 2,295,123 
PUOMGINGOLS,, Pac ca kee eee aes $2,830,769 
Other deductions from gross income: 
Interest on unsecured funded 
PERE Rs oaee Ras Gee Medes $344,635 
Interest on income bonds. 559,980 
Interest on unfunded debt... . 30,500 
Amortization of discount on 
funded debt............. 59,267 
Miscellaneous....,..-1.-++0 46,655 
1,040,138 
Nebincome nt: <3 hae gon ede eds $i, 790,631 


out of which dividends of $818,448 were paid, the 
balance being credite to reserve for depreciation and 
surplus. 

*Taxes, $1,656,073. 

NOTE—For the convenience of stockholders in 
comparing earnings of your company with those of 
local and other public u ‘ilities, your president sum- 
marizes results of the year’s operations in the form 
usually adopted by such companies. 


money cannot be obtained for the pur- 
chase of cars and equipment made neces- 
sary by the growth of the community. It 
is failure. to recognize this principle that 
has resulted in broken-down transporta- 
tion facilities in other communities, fol- 
lowed in a number of instances by receiver- 
ships and the courts fixing a much higher 
rate of fare than that already existing, 
owing to the fact that credit has been lost 
and costs must be paid out of car fares 
collected. The public suffers from this 
short-sighted policy, as well as_ security 
holders. Their interest in the main is a 
common one. 

On May 26, 1924, after a hearing of 
the company’s application, the Public 
Service Commission issued an order, 
effective June 1, 1924, placing the rates 
of fare as follows: 

74 cents if tickets or checks are pur- 
chased. 

Fare, without checks, 8 cents. 

Children between four and twelve years, 
4 cents. 

School children, over twelve, including 
those attending high schools, 5 cents. 


Free transfers to be issued to and from 


Curtis Bay line, abolishing the 3-cent 


transfer charge. 

At the same time the commission 
ordered the extension of certain fare 
zones in order that there might be but 
a single fare within the new city limits. 
It was estimated that these extensions 
and special rate for school children 
would absorb about 80 per cent of the 
increased fare. 

The commission also directed the es- 
tablishment of a north and south bus 
line east of Patterson Park. This serv- 
ice was placed in effect June 16, 1924, 
operating from North Avenue and 
Chester Street to East Avenue and 
Toone Street. 

As a result of the commission’s deci- 
sion the budgets of large families are 
decreased by the reduction of school 
children’s fares and the workman and 
suburbanite are benefited by the ex- 
tension of the city fare zones. 

In its order changing the rate of 
fare, extending certain fare zones and 
eliminating others, the Public Service 
Commission said: 


That the proceeding heretofore instituted 
by the commission in the matter of the 
valuation of the properties and the investi- 
gation of the capitalization and of the 
affairs of the United Railways. & Electric 
Company of Baltimore be prosecuted to a 
conclusion. 


The company immediately took in 
hand a compliance with this order, co- 
operating with representatives of the 
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RESULTS AT BALTIMORE FOR 1924 COMPARED WITH THOSE OF 1923 


Revenue from transportation............--.-00+00> 
Other revenue...0 00.05... 0 5. 


Wotal'operatinw expensesic.. a. avai 2 le. sclera 


Operating expenses........... 
Depreciation: 4) ee alanine 


Operating expenses and depreciation................ 
Taxes, licenses, etc....... me 


Total operating expenses, depreciation, taxes, etc...., 
Ratio of operating expenses to operating revenues: 


Operating: expensess ..... ass. teres reise rere es 
Depreciation......... Ay tual ats ii -ateie eca ites a naenareiemelie le 


Operating expenses and depreciation................ 
PM<65; LCORSER, MUG s Fy. oo den soins c 2 tr ee RR 


Total operating expenses, depreciation, taxes, etc... 
*Decrease. 


1924 1923 Increase Per Cent 
$16,294,580 $16,281,848 $12,731.18 .08 
158, i *21,275.73 *11.82 
$16,453,254 $16,461,798 *$8,544.55 *.05 
$9,815,262 $9,799,312 $15,950.25 16 
822,662 823,089 *427.22 *.05 
$10,637,925 $10,622,402 $15,523.03 aS 
1,656,073 1,800,335 *144,261.63 *8.01 
$12,293,999 $12,422,737 *$128,738.60 *1.04 

1924 1923 Increase Decrease 

Per Cent Per Cent Per Cent Per Cent 

59.66 59.53 m3, 

5.00 5.00 rate sna 
64.66 64.53 13) : 
10.06 10.93 a 87 
74.72 75.46 74 


commission. The trial of this question 
has since been: started. 

In its order, the commission an- 
nounced: 


That objection to a valuation no longer 
holds. During the last three years prices 
have remained fairly stable, and although 
on a plane considerably higher than existed 
before the war, there is nothing to indi- 
eate that there will be any material change 
within the next few years. We therefore 
conclude that the property of the United 
Railways Company should be valued for 
rate-making purposes and that when the 
rate is fixed for 1925 it should be based upon 
the fair valuation of the company’s prop- 
erty used and useful in the public service. 


Mr. Emmons says the company wel- 
comes the valuation proceedings as an 
opportunity to demonstrate that pres- 
ent rates of fare, so far from being 
high, do not produce a fair return on 
the value of the property. 

The company, as of Dec. 31, 1924, 
had no floating debt for itself or its 
subsidiary railway companies and the 
entire floating debt of the Sparrows 
Point and Halethorpe Companies had 
been retired. Its entire contingent 
liability consisted of its indorsement of 
$235,000 of notes of the Baltimore 
Transit Company, operating the bus 
lines, all of the stock of which is owned 
by the United Railways & Electric 
Company. 

During the year, with the approval 
of the Public Service Commission of 
Maryland, the Maryland Electric Rail- 
ways, the Baltimore, Sparrows Point 
& Chesapeake Railway and the Balti- 
more, Halethorpe & Elkridge Railway 
were consolidated under the name of 
The Maryland Electric Railways. Later 
the Baltimore & Belair Electric Rail- 
way was added. This represents a 
consolidation of all the principal sub- 
sidiaries of the United Railways & 
Electric Company into a single com- 
pany, all of the property of which is 
leased to the United Railways & Elec- 
tric Company and all of the capital 
stock of which is owned by the United 
Railways & Electric Company. The 
Maryland Electric Railways during the 
year issued and sold, with the approval 
of the Public Service Commission of 
Maryland, $4,000,000 first and- refund- 
ing mortgage gold bonds, Series A, 
62 per ‘cent, due Jan. 1, 1957. The 
principal and interest of these bonds 
are guaranteed by the United Railways 
& Electric Company. 

In conclusion Mr. Emmons said: 


All Street railways in the United States 
following the war were confronted with the 
serious problem of continuing to operate in 
the face of greatly increased wages and 


cost of supplies. To add to the problem 
the increased popularity of automobiles 
menaced the companies’ normal growth in 
gross revenues. 

These problems alone were quite enough 
for any company to face, but your com- 
pany at the same time was confronted with 
two added difficulties: 

1. The 9 per cent park tax peculiar to 
this city, which not only ate heavily into 
the company’s normal revenues, but ab- 
sorbed a substantial part of each fare in- 
erease. In 1914 this tax was $597,197 and 
in 1924, $1,130,912. It should not be for- 
gotten that this very large increase comes 
from the car rider and that the car rider 
is not the one today whose use of the 
parks is responsible for the heavy cost of 
maintenance. 

2. But more serious still, the city of 
Baltimore, in the midst of this difficult sit- 
uation, actually tripled its area by annexa- 
tion, which was followed by a _ natural 
demand from every quarter of this greatly 
enlarged area for a single fare within the 
new city limits. 

That under these difficulties the company 
has come through with its standing and 
credit unimpaired, with its property in fine 
condition for public service, with a single 
fare now in operation throughout the 
whole of the city limits, with the wages 
to its employees doubled, and in the face 
of a park tax of $1,121,949 is, in no small 
part attributable to the sound policy of the 
Public Service Commission of Maryland in 
steadying the situation by action based on 
the pressing necessity to a city of quick 
and efficient transportation. That this has 
been accomplished without increasing the 
fare to as high a point as that prevailing 
in many of the cities of the United States 
is in no small degree an evidence of the 
soundness of the company’s situation and 
the strength of its organization. 


Midland Utilities Takes Over 
South Shore Line 


The Midland Utilities Company, an 
Insull corporation, has taken control of 
the Chicago, Lake Shore & South Bend 
Railway, known as the South Shore 
line, which has been in a receiver’s 
hands since Feb. 28. The deal was 
made in the United States court ait 
Gary, Ind., June 29, and the financing 
involved was said to be the amount of 
the road’s bonded indebtedness, with 
interest, a total of $6,474,843. 

The Midland purposes to begin a re- 
habilitation program and go out ex- 
tensively for the traffic now held by 


competitors from Chicago into the 
Indiana dunes industrial district and 
through the prosperous towns of 


northern Indiana. 
The road will go into the books at 
a value of $5,836,943. It is understood 


that little cash was involved in the 
deal, the bondholders being carried 
over into the new company at par 


credit. for the securities of the defunct 
concern. The list of securities to be 
issued includes $2,000,000 in 30-year 


_on trackwork, office building, storage 


first and refunding mortgage gold 
bonds, $250,000 in 50-year second — 
mortgage bonds $1,750,000 in 50-year 


adjustment mortgage bonds and 150,- | 


000 shares of no-par value common 
stock. Other details of the deal were 
told in the ELEcTRIC RAILWAY JOURNAL, 


issue of June 27, page 1032. t 


New York & Harlem Reports 
Deficit 


President Crowley’s annual report to 
the stockholders of the New York & 
Harlem Railroad, New York, N. Y., 


states that the deficit from operation 


of the company’s surface lines for 1924 
was $85,911, comparing with deficits of 
$71,931 in 1923 and $15,540 in 1922. For 
the entire period from Feb. 1, 1920, the 
date on which the surface lines were 
returned to the company by the receiver 
for the New York Railways, to March’ 
31, 1925, the total deficit was $467,409. — 
The deficit for the first quarter of 


this year was $76,899. 3 
F 


Since the return of the lines the | 
owner company has expended $484,012 — 
yard, machinery and tools, and a fur- 
ther $207,738 for overhauling passenger — 
ears and alterations in the 96th Street 
carhouse used under lease from the 
Second Avenue Railway. 

To continue the operation of the lines 
and to pay special franchise taxes the 
Harlem company has borrowed and 
owes $1,312,000. 

During the past year counsel for the 
reorganization committee of the New 
York Railways offered the Harlem 
company 3,800 shares of preferred 
stock of the reorganized company in 
satisfaction of its claims for $760,000 
against the receiver and estate of the 
New York Railways, provided the 
Harlem company would turn over to the 
new company $43,468 refund received 
for over-payment of franchise taxes for 
1912 and 1913. In view of more than 
$200,000 taxes left unpaid by the former 
lessee of the surface lines and other 
claims against it by the owner company 
the offer was refused. Efforts have 
been made to settle these claims by 
negotiation. 


Passenger Revenue of 
Salt Lake & Utah Decreased 


A dividend of $72,515 received from 
the Salt Lake Terminal Company, plus 
a credit of $22,000 taken on its books 
by bringing the capital stock of that 
company up to par, enabled the Salt 
Lake & Utah Railroad to meet its 7 per 
cent dividend on preferred stock with- 
out impairing the surplus. This was 
disclosed in the annual report filed re- 
cently with the Utah Commission. 

The railroad’ shows operating reve- 
nues of $707,000, a decrease of $171,000 
as compared with 1923. The operating 
expenses of $506,000 were $27,000 less 
than in 1923. The net revenue from 
railway operations, therefore, of $201,- 
000, was $144,000 less than in 1923. 
The company paid $67,000 in taxes, 
leaving an operating income of $134,000. 
The $73,000 from the Salt Lake Ter- 
minal company’s dividend, plus some 
minor items, increased the gross income 
to $207,000. Interest on bonds was 
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$166,000, and the net income, trans- 
_ ferred to profit and loss, was $23,733. 
To this was added the credit taken on 
| the holdings of the Terminal company 
_ stock, the railroad having 50 per cent 
of the stock of that company. Divi- 


| dends on preferred stock were $43,865. 
| The railroad’s passenger revenue was 
|| $273,000, a decrease of $63,000 com- 
| pared with that of the preceding year, 
and the freight revenue of $393,000 

' showed a corresponding decrease of 


$89,000. In addition to the cash divi- 


| dend from the terminal company the 


report indicates a stock dividend of 


$25,000. 


The railroad operates between Salt 
| Lake City and Payson, Utah, with a 
| branch to Magna, a total of 75 miles 


| of road. 


Bonds of Gary Company Called 
for Redemption 


The Gary Street Railway, which 
operates the local transportation sys- 
tem in Gary, Ind., issued a call on June 
27 for the redemption of all of its 
twenty-year 5 per cent gold debentures 
on Aug. 1 upon presentation at the 
office of the New York Trust Company. 
The railway is one of the subsidiaries 
of the Midland Utilities Company, of 
which Samuel Insull is president. 

These debentures, totaling $800,000, 


were issued on Oct. 1, 1917, during a 


period when the railway was experi- 
encing financial difficulties. They are 
not due until Oct. 1, 1927, but are call- 
able at part at any time upon 30 days 


_ notice. 


The move of calling the debentures 
is preliminary to a readjustment of the 
company’s financial structure. The city 
of Gary is the steel manufacturing 
center of the Middle West. It is grow- 
ing rapidly and since the railway has 
been under the management of Mr. 


_ Insull and his associates it has been 


rehabilitated and its lines extended 
until at present it is regarded as one 
of the best street railway properties 
of its size in the country. 

Gross earnings of the company in 
1924 were $998,418, compared with 
$385,579 in 1918. Charles W. Chase, 
Gary, is president of the company and 
in active charge of the operation of 
the property. 


Loss in May.—The Des Moines City 
Railway, Des Moines, Ia., was quoted 
at a loss of $4,095 in May- This indi- 
cates that the Iowa capital is headed 
toward a 10-cent fare or early experi- 
ment with the one-man cars. The May 
report showed a decline of 27,000 in 
Tevenue passengers over April, a loss 
of $2,300 in operating revenue and an 
increase of $1,535 in operating expense. 
The stabilizing fund, which was $23,- 
061 on April 30, is reduced to $19,000. 

Municipal) Road May Suspend.— 
Manager Guy Mabaw, operating the 
Lincoln Municipal Street Railway, Lin- 
eoln, Ill., is reported to have indicated 
that the traction system will suspend, 
probably on Aug. 1. 

Testifies to Property Valuation.— 
Walter L. Black, public utilities engi- 
neer, recently occupied the stand for 
considerable time in the hearing be- 
fore the Maryland Public Service Com- 
mission in Baltimore for the purpose 
/ 


of fixing the valuation of the properties 
of the United Railways & Electric 
Company of Baltimore. Mr. Black was 
called by Clarence W. Miles, people’s 
counsel. In his testimony Mr. Black 
put the cost valuation of the property 
at $56,333,638. Officials of the raii- 
ways have placed the reproduction 
value at approximately $114,000,000, 
and a fair valuation has been placed 
at $85,000,000. 

Offers Railway to City. — The St. 
Francois County Railroad, operating 
between Flat River and Delassus, Mo., 
via Farmington, cost the present 
owners $265,000. It has been offered 
to the city of Farmington free of all 
debt as a gift. If it is accepted the 
passenger service will be discontinued 
and the road devoted exclusively to 
freight between Delassus and Farming- 
ton., The power plant of the road would 
be closed entirely and the municipal 
plant at Farmington would furnish the 
power needed for the freight line. The 
advent of the buses operating out of 
Farmington and Flat River has sounded 
the death knell of the railways. How- 
ever, the Missouri Public Service Com- 
mission refused to permit the railway 
to. quit its passenger service. As a 
result the owners decided to give the 
line away if the city of Farmington 
will take it. 

Will Discuss Problem.—An attempt 
to cope with the difficulties which 
threaten to force the abandonment of 
the Hamilton-College Hill division of 
the Cincinnati & Dayton Traction Com- 
pany will be made at a reorganization 
meeting of the company on July 17. 
Several weeks ago the company asked 
the Ohio Public Utilities Commission 
for permission to abandon the line from 
Glendale to Hamilton, a distance of 11 
miles. Due to inroads of bus competi- 
tion the division has been a losing 
proposition and will be unable to meet 
its current obligations. The lease of 
the Ohio Traction Company, which 
operates the Cincinnati & Dayton Trac- 
tion Company, expires on Aug. 1. 
Since losses of from $33,000 to $48,- 
000 have been incurred annually for 
the last five years due to bus competi- 
tion, the company feels that bus lines 
are the logical means of transportation 
between Hamilton and Glendale. 

Acquires Hydro-Electric Plant.—The 
Washington Water Power Company, 
Spokane, Wash., recently bought the 
Spokane & Eastern Railway & Power 
Company’s Nine-Mile hydro-electric 
plant. The plant on the Spokane River 
has an installed generating capacity of 
20,000 hp. in four units. A contract 
will bé entered into between the Wash- 
ington Water Power Company and the 
Spokane & Eastern Railway & Power 
Company for furnishing power for the 
operation of the railway system for a 
term of years. 

Negotiations Reopened. — Negotia- 
tions for the purchase of the Market 
Street Railway by the city of San 
Fancisco, Cal., were reopened recently 
when a _ special committee was ap- 


pointed by the Mayor to consider the 


matter. The Mayor says it is his in- 
tention to decide the matter one way 
or another. Members expressed the 
belief that the company was in a recep- 
tive mood ‘for offers from the city in 
view of the fact that the principal 


franchises will begin to expire within 
the next three years. 

Seeks Control of Power System.— 
The Western Reserve Power & Light 
Company, Cleveland, has applied to the 
Ohio Public Utilities Commission for 
permission to purchase the distribution 
power and light system in Nova, West 
Salem, Sullivan and Spencer from the 
Cleveland Southwestern Railway & 
Light Company. Since its reorganiza- 
tion in May, 1924, the Cleveland South- 
western Railway & Light Company 
has acquired control of the light and 
power companies in these places, wh:ch 
will be operated by the Wescern Re- 
serve Power & Light Company. 

Bid for Property Conditional.—The 
receiver for the Beach Grove Traction 
Company, Beech Grove, Ind., received 
one bid for the property at the re- 
cent sale. The bid of about $35,000 was 
made by C. F. Schmidt as trustee for 
a new corporation to be organized tc 
operate the line between that town and 
Indianapolis. The plan to continue the 
road in service is understood to hinge 
on the withdrawal or disapproval of a 
recent petition filed with the Public 
Service Commission asking for a permit 
to operate a bus line between the ter- 
minals of the electric railway. The 
receiver has operated the line sine= 
1917. The court fixed a minimum pric. 
of $30,000 on the property. 


Dividend Status Announced. — The 
Chicago Rapid Transit Company, Chi- 
cago, Ill., recently announced to prior 
preferred shareholders with its thir- 
teenth consecutive monthly dividend 
payable on July 1 that the list of share- 
holders is steadily growing. Those who 
subscribed on the monthly payment 
plan are completing their payments and 
receiving their stock certificates. With 
the stock fully paid up by subscribers, 
the rate of return on the money in- 
vested is 7.8 per cent, instead of the 
7 per cent allowed on partial payments. 

Buys Line.—Spencer Penrose, Colo- 
rado Springs, and his associates have 
bought the Mount Manitou Park & In- 
cline Railway running from the ter- 
minal of the Colorado-Springs-Manitou 
line to the Cog Railroad depot at the 
base of Pikes Peak. 

Bonds Sold.—The Guaranty Company 
and Stone & Webster, Inc., New York, 
have sold at 95% and interest, to yield 
about 5.30 per cent, $3,000,000 of first 
mortage gold bonds, of the El Paso 
Electric Company, El] Paso, Texas. The 
bonds, known as Series A, 5 per cent, 
are dated June 1, 1925, and are due 


June 1, 1950. The proceeds will be 
used for refunding purposes. Upon 
completion of this financing, these 


$3,000,000 bonds will constitute the com- 
pany’s only outstanding funded debt. 
Valuations Lowered. — The Public 
Service Commission of Kansas recently 
reduced the assessed valuations of two 
interurbans. The valuation of the Kan- 
sas City, Kaw Valley & Western, oper- 
ating from Kansas City to Lawrence, 
was lowered from $816,198 to $504,544. 
The Kansas City, Leavenworth & West- 
ern, operating from Kansas City to 
Leavenworth, was reduced from $849,- 
265 to $653,117. It is said that this 
action was a forecast of a general re- 
duction in the valuation of interurban 
railways for taxation purposes. 
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Legal Notes 


"e 


does not do so, it is liable for injury 
sustained by a person slipping thereon. 
(Rosenthal vs. New York Rapid ~ 
Transit Corp., 208 New York Sup. | 


ALABAMA. — Purchaser at Receiver’s 
Sale Not Liable for Torts Prior 
to Confirmation or Delivery of 
Property. 

The purchaser of a utility property 
at a receiver’s sale was held not liable 
for wrongful conduct in the use and 
operation of the property by the re- 
ceiver prior to the confirmation of the 
sale and delivery of the property to the 
purchaser. Hence, it was not liable for 
an injury to a pedestrian. [Barnett 
vs. Alabama Power Co., 104 Southern 
Rep., 131.] 

CALIFORNIA.—Burden of Proof in Case 
Where Car Struck Truck. 

In an action for the death of a 
passenger when the street car on which 
he was riding struck a truck, an in- 
struction that the proof of injury to 
the passenger -cast the burden of proof 
on the carrier alone was held not 
erroneous, where it was doubtful as to 
which of the defendants’ negligence 
was the cause of the passenger’s injury. 
[Atkinson vs. United Railroads of San 
Francisco et al., 234 Pacific Rep., 863.] 
GEORGIA.—Injury to Volunteer Helper. 

At one point where cars were turned, 
certain intending passengers had been 
accustomed, with the consent of the 
motormen and conductors, to assist 
them in adjusting the trolleys and 
preparing the cars to make the return 
trip. While so engaged, such a volun- 
teer was injured when another car ran 
against him because its brakes did not 
hold it. The company was held re- 
sponsible. [Georgia Railway & Power 
Co. vs. Sims, 126 Southeast Rep., 850.] 
ILLINOIS—A Rule of the Company Is 

Inadmissible as Hvidence When a 
Violation of It Is Not the Negli- 
‘gence Charged 

Where the negligence charged was 
that of starting a car while the plain- 
tiff was in the act of alighting, evidence 
introduced by the plaintiff that the com- 
pany’s rule provided that the door must 
not be opened until the car had stopped 
and must be closed before the car 
started was inadmissible and irrelevant, 
although the contention of the defense 
was that the motorman opened the door 
at the plaintiff’s request and the latter 
left the car while it was in motion. 
[Sinopoli vs. Chicago Railways, 147 
Northeast Rep., 487.] 
LOUISIANA—Responsibility for Charg- 

ing that Hjected Passenger Had 
Disturbed the Peace 

A passenger refused to pay fare, and 
at the request of the conductor, a 
policeman put the passenger off the car. 
Then on affidavit by the policeman he 
was held for disturbing the peace. 
There was no evidence that the con- 
ductor made this charge, and the com- 
pany was held not liable for damages 
for the passenger’s ejectment or arrest. 
[Lichenstein vs. New Orleans Ry. & 
Lt. Co., 103 Southern Rep., 769.] 
MARYLAND. —Issue of No Par Value 

Common Stock. 

Under the existing laws of Maryland, 
a public service company can substitute 
certificates of shares of no par value 


stock for its original issue of shares of 


par stock at the rate of 4 to 1, without 
securing the permission of the Public 
Service Commission, as the act is fun- 
damentally a mere alteration in the 
number and form of the shares of stock. 
[Whitman et al. vs. Consolidated Gas, 
Electric Light & Power Co. of Balti- 
more, 129 Atlantic Rep., 22.] 

Missouri—Passenger Falls When Heel 

Catches in Car Step 

A woman passenger fell off the steps 
of the. car while alighting, and she 
claimed that for some unknown reason 
her heel caught in the car step. Evi- 
dence showed that after her fall a heel 
was missing from one of her shoes. It 
was held that this evidence raised a 
presumption of defect in the steps, 
which was a matter peculiarly within 
the knowledge of the company and 
would require rebuttal. [Brindley vs. 
Wells, 271 Southwest Rep., 48.] 
MissourI.—Automobile Skidding on Wet 

Rail. 

It was the railway company’s prac- 
tice to turn water on its tracks to keep 
the sand and dirt out of the switches, 
and the driver of an automobile who 
was injured after it had skidded on 
this wet rail introduced evidence that 
other automobiles had skidded from the 
same cause. It was held that the oc- 
currence was not so improbable as to 
preclude a trial by jury. [Knorr vs. 
Wells, 270 Southwest Rep., 391.] 
MontTanaA—Plaintiff Must Prove that 

Negligence Claimed Was Proximate 
Cause of the Injury 

The plaintiff was injured late at night 
while lying on the track or attempting 
to get up from it, close to where the 
tracks passed under a viaduct, and con- 
sequently were in a cut and not on the 
highway. There was no evidence that 
the motorman saw him or would have 
been likely to have seen him with the 
exercise of ordinary care, and the court 
held that the doctrine of res ipsa 
loquitur did not apply. [Fisher vs. 
Butte Railway, 285 Pacific Rep., 330.] 
New Jmrspy —Child’s Contributory 

Negligence Question for Jury. 

The presumption that a child less 
than 6 years of age is not contributorily 
negligent is not conclusive. It may be 
rebutted by proof.to the contrary and 
becomes a question of fact to be deter- 
mined by the jury, and not one of law, 
to be determined by the court. [Altieri 
et al vs. Public Service Ry., 128 At- 
lantic Rep., 547.] 

New JersEY.— Negligence Must Be 
Shown. 

Where a person was injured by an 
electric car. and there was no proof of 
the negligence of the motorman of the 
car, it will not be presumed. There is 
always a presumption against negli- 
gence. [Ryan vs. Public Service Rail- 
way, 128 Atlantic-Rep., 158.] 

New YorkK.—Company Responsible for 
Slippery Condition of Platform. 
Where a railway company has had 
time to reduce the slippery condition 
of its platform in winter by applying 
ashes or other substance thereto and 


4217.) 


New York.—Railroad Lease Unmodi- 
fied as to Non-Assenting Stock- 


holders. 
Where a railroad lease requires the 
unanimous consent of the lessor stock- 


holders to reduce a 7 per cent dividend 


rental guaranteed by the lessee, an 
agreement to such a _ reduction by 
holders of more than 90 per cent of 
the stock is not binding on the non- 
assenting stockholders and to them the 
guarantee continues in effect. 
vs. Interborough Rapid Transit Co., 209 
New York Sup., 376, 380.] 
OKLAHOMA. — Company Not Liable in 
Absence of Reasonable Inference 
from Testimony Showing Negli- 
gence. 


The plaintiff who was struck by an © 


interurban car while he was crossing 
the track in an automobile claimed that 


the electric car was going at an ex- © 
cessive rate of speed and that it did | 
not sound proper signals or warnings © 
‘of its coming, but he failed to prove © 


the excessive speed and his only evi- 

dence of absence of warnings was that 

he did not hear them. In consequence, 
the Supreme Court of Oklahoma upset 

a jury judgment for the plaintiff and 

granted the defendant a new trial. 

[Oklahoma Union Railway vs. Houk, 

235 Pacific Rep. 499.] 

PENNSYLVANIA. — Holding Company 
Held Not Liable on Contract of 
Self-Managing Subsidiary. 

Where there is no question of tax- 
ation, fraud, bad faith or concealment, 
a corporation holding all of a street 
railway company’s stoek is not liable 
on the latter’s contract to pave streets, 
where the subsidiary company owns 
its own property and franchises and 
directly manages its own affairs by its 
own board of directors. [Borough of 
Ambridge vs. Philadelphia Co. et al., 
129 Atlantic Rep., 67.] 

TrExAs—Release Not Binding When 
Based on Erroneous Information 
Received from Defendant’s Repre- 
sentative as to Extent of Injury 

In this case, the plaintiff claimed that 
prior to his signing a release, the sur- 
geon of the railway company advised 
him that his injuries were not so serious 
as afterwards they proved to be. Al- 
though the jury found that the com- 
pany’s claim agent also believed that 
the injuries were slight and there was 
no collusion between claim agent and 
surgeon, it was held that the plaintiff 
was not bound by this release. [Cowan 
vs. El Paso Elec. Ry., 271 Southwest 
Rep., 79.] 

WISCONSIN.—Damage from Rear Corner 
of Trailer. - 

A street car with trailer passed a 
curve on a city street after signal from 
the traffic officer, but the rear end of 
the trailer caught on the rear end of a 
motor truck which was standing still 
and forced it against a parked coupe, 
injuring the latter. The court held 
that as the motorman of the car could 
not turn out and as the front end of 
the train passed the truck in safety, the 
truck driver was the solely negligent 
party. [Ryan vs. Milwaukee Northern 
Ry., 203 Northwest Rep.,.340.] 
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| W. J. Harvie Heads New 


York Executives 


Officer of Central New York Roads 
Elected President of New York 
Association 


| 
| W. J. Harvie, vice-president of the 


Auburn & Syracuse Electric Railroad 
and of the Syracuse Northern Electric 
Railway, Inc., was elected president 
of the New York State Electric Rail- 
way Association at the meeting at 
Bluff Point. : 

’ Mr. Harvie has always taken great 
interest in the work of the New York 
association and also of the national 
associations, particularly of the Amer- 
ican Electric Railway Engineering 
Association, of which he was president 
in 1910-11. He has also served on a 
number of committees of the American 
Electric Railway Association and for 
‘several years he has been its repre- 
sentative on the American Committee 
on Electrolysis. He is also the repre- 
sentative of the association on the na- 
tional committee to consider rules for 
electrical interference. Perhaps his 
greatest contribution, of which there 
have been many, to the electric rail- 


way industry through committee action, . 


was in connection with the joint use 
ef poles. Mr. Harvie began his serv- 
-ices on this study as chairman of the 
committee on the joint use of poles 
of the New York ‘Electric Railway 
Association and so much progress was 
made under his direction that when the 
same matter was taken up later at a 
national joint meeting of all utility 
interests to decide on rules to cover 
this matter, Mr. Harvie was made 
chairman of the delegation from the 

American Electric Railway Associa- 
tion. 

Nearly all of Mr. Harvie’s electric 
railway work has been done with rail- 
ways in Central New York. He was 
born in Buffalo, N. Y. After receiv- 
ing his high school education in that 
city he was employed in the op- 
erating offices of the Western Union 
Telegraph Company. He attended the 
Syracuse University, from which he 
was graduated in 1899 with the degree 
of electrical engineer. Previous to the 
year of his graduation from the uni- 
versity he had entered the electric 
railway industry in the overhead de- 
partment of the Syracuse Rapid Transit 
Railway. 

The latter part of 1900 Mr. Harvie 
was employed by the Syracuse, Lake 
Shore & Baldwinsville Railway, in 
various capacities in the car shops and 
power house. In 1901 he became con- 
nected with the Syracuse & Suburban 
Railroad as electrical engineer in 
charge of its power plant, car equip- 
ment and overhead lines. 

In the fall of 1901 Mr. Harvie 
became associated with the Andrews- 
Vanderbilt syndicate in charge of the 
construction work in Oneida for the 
Oneida Railway and also in charge of 
the overhead construction of the Little 


Falls extension of the Utica & Mohawk 
Valley Railway. In 1902 he was ap- 
pointed electrical engineer of the Utica 
& Mohawk Valley Railway in charge 
of its power installation. This com- 
prised one of the first 20,000-volt trans- 
mission lines with sub-stations operated 
in the Hast. Later he was given charge 
of the mechanical department, being 
responsible for the operation of car 
shops located in Utica, Mohawk and 
Rome. 

During 1905 and 1906 and the early 
part of 1907, the West Shore Railroad 
between Utica and Syracuse was elec- 
trified under Mr. Harvie’s direct super- 


W. J. Harvie 


vision, the construction being the 
“onder running third-rail type,” which 
was one of the first installations of its 
kind in this country. Mr. Harvie was 
appointed chief engineer of the Syra- 
cuse Rapid Transit Railway and Oneida 
Railway in 1908, retaining his super- 
vision over the Utica properties. 


D. A. Byrne Assistant Treasurer 
at Rochester 


Donald A. Byrne, for 40 years an 
employee of the New York State Rail- 
ways and since 1891 cashier of the 
Rochester lines, has been chosen assist- 
ant treasurer of the entire system, em- 
bracing lines in Rochester, Utica and 
Syracuse. 

Mr. Byrne went with the railway, a 
boy of fifteen, in November, 1884, as a 
clerk in the treasury department. In 
those days the horse-drawn cars held 
sway and $1,000 was a heavy day’s work 
to be handled by a clerk and two girls. 
When Mr. Byrne became 21 years of 
age he was made cashier, a position 
he has held ever since. He has served 
under every superintendent and general 
manager from T. J. Brower, the first, to 
James F. Hamilton, the present head 
of the system. 

Mr. Byrne will now serve under 
Howard L. Reichert, appointed secre- 
tary and treasurer in April, when the 
treasury department was moved from 
New York City to Rochester. Mr. 
Byrne will also act as assistant treas- 
urer of the bus subsidiaries in Roch- 
ester, Utica and Syracuse. 
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Operating Department Heads at 
Detroit Report to Mr. Gould 


Entire responsibility for the oper- 
ation of the Detroit Municipal Railway 
has been turned over to H. M. Gould,. 
assistant general manager, by H. U. 
Wallace, the new general manager of: 
the department. Mr. Wallace plans 
to supervise only the general phases 
of operation, leaving all the details to 
Mr. Gould. Operating department 
heads now report direct to Mr. Gould. 


Earl B. Stover, formerly engineer ac- 
countant of the Chicago Rapid Transit 
Company, Chicago, Ill., has been ap- 
pointed assistant to Charles W. Chase, 
vice-president of the Chicago, Lake 
Shore & South Bend Railway, which re- 
cently came under the management of 
Samuel Insull and associates. Mr. 
Stover has served the Chicago Rapid 
Transit Company in various capacities 
since he was graduated from the engi- 
neering school at the University of Illi- 
nois. W.S. Comstock, former assistant 
engineer in the maintenance of way 
department, will take the position now 
made vacant by the promotion of Mr. 
Stover. 


J. R. McDonnell, for a number of 
years superintendent of maintenance 
of way of the Lake Street division of 
the Chicago Rapid Transit Company, 
Chicago, Ill., was made superintendent 
of the Metropolitan division of that 
company on June 11 to fill the vacancy 
caused by the death of the late Andrew 
B. Moulder. He will have charge of 
the work on both divisions and will be 
assisted by John B. Madden on the Met- — 
ropolitan and Edward Rafferty on the 
Lake Street divisions, who were ap- 
pointed at the same time. 


Obituary 


John Kerwin 


John Kerwin, for 30 years associated 
with the street railways of Detoit, 
Mich., and one of the most prominent 
railway engineers in the Middle West, 
died recently after a three months’ ill- 
ness. With the coming of municipal 
ownership, Mr. Kerwin, who had charge 
of all city and interurban construction 
and had been responsible for the ex- 
pansion and improvements in electric 
railways in Detroit and interurban lines 
to Toledo, Jackson, Pontiac and Imlay, 
retired to private life to devote his time 
to real estate holdings in Detroit. 

Mr. Kerwin joined the ranks of the 
Detroit’s street railways in 1892, and 
in 1893, in the days of the old horse 
cars, he entered the employ of the De- 
troit City Railway, shoeing horses. In 
1900 the Detroit United was formed, 
consolidating all the street railways in 
Detroit. A year-later Mr. Kerwin was 
appointed superintendent of tracks. 
This position he held up to the time of 
his resignation three years ago. His 
skill was creative also. He invented 
and patented a steel railway tie which 
was under test for two years in paved 
track construction on the Detroit United 
Railway interurban lines. He lived to 
see many of his devices and labor- 
saving machinery put into successful 
operation. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Genera! Motors-Yellow Coach 
Deal Rumored 


Definite announcement is expected to 
be made shortly of the terms of a 
merger deal which, it is reported will 
bring together the Yellow Cab Manu- 
facturing Company and the Yellow 
Coach Manufacturing Company, Chi- 
cago, and two subsidiaries of the Gen- 
eral Motors Corporation, the General 
Motors Truck and the Northway Motor 
& Manufacturing Companies. These 
three companies would constitute a new 
General Motors division devoted to 
manufacturing buses, trucks and cars 
for rental purposes. It was reported 
that John A. Hertz will become head of 
the new division. Mr. Hertz is the 
dominant factor in the Chicago com- 
pany. 

The deal is said to involve about 
$60,000,000. The chief advantage to the 
General Motors would be the acquisi- 
tion of big coach and taxi manufactur- 
ing establishments, while the Yellow 
interests get the benefit of the General 
Motors prestige and selling organiza- 
tion. 

Rumors that a deal was pending have 
been current in automobile circles for 
some weeks, but it was not until June 
27 that the newspapers began to 
identify the companies by name. At 
first only the Yellow Cab Company was 
mentioned, but soon gossip had it that 
all the so-called Hertz interests, with 
their wide ramifications, were involved. 
Representatives of the General Motors 
Company in New York said that any 
statement about the probable participa- 
tion of this company would have to 
come from their president, Alfred 
Sloane, Jr.° Mr. Sloane was silent. No 
greater progress was made at Detroit 
in eliciting information from General 
Motors headquarters. They said that 
when their directors were ready they 
would confirm or deny. It is no secret, 
of course, that General Motors has 
earned in the first six months this year 
more than it did all last year. Neither 
is it a secret that General Motors was 
the active competitor of Dillon, Read & 
Company, New York, for the purchase 
of Dodge Brothers. At Chicago there 
were, perhaps, more rumors, but noth- 
ing more substantial in the way of 
facts. Directors of the Yellow Cab 
Manufacturing Company are known to 
have met in Chicago on June 30. 
Neither Mr. Hertz nor John A. Ritchie, 
president of the Yellow Coach Manufac- 
turing Company, would discuss the 
matter. Immediately after the meet- 
ing Mr. Hertz left for New York where 
it was said he would go into confer- 
ence with General Motors officials. The 
so-called Yellow Coach group includes 
the Yellow Coach Manufacturing Com- 
pany, the Yellow Cab Manufacturing 
Company. the Yellow Sleeve Valve 
Engine Works, Inc., the Chicago Motor 
Coach Company, the Fifth Avenue 


Motor Coach Company, New York, the 
Yellow Cab Company, Chicago, and the 
People’s Motor Bus Company, St. Louis. 


Orders Placed for Akron’s 
Bus Development 


The Northern Ohio Traction & Light 
Company, Akron, Ohio, placed orders 
during the week ended June 27 for 
nineteen new bus chassis, five for city 
use and fourteen for interurban use. 
In addition, three Yellow coaches of the 
Detroit type were purchased for ex- 
press bus service. Of the new chassis 
purchased for interurban use, eight 
were ordered from the Yellow Coach 
Company, four from the Pierce-Arrow 
Company and two from the Fageol 
Company. 
on fourteen White chassis in interurban 
service between Akron and Cleveland 
will be placed on the fourteen chassis 
and the Whites will be transferred into 
city service in Akron or Canton. For 
this city service the company has 
ordered nine Kuhlmann built bodies and 
ten Bender bodies, which will go on the 
fourteen old White chassis and five new 
Whites. These bodies will be similar 
to the buses now in use in the Akron 
and Canton city service. Each seats 
29 passengers. 

This will give the company more 
than 100 buses for city service. The 
company is building up an efficient co- 
ordinated bus and railway system that 
seems to be meeting the needs as well 
as the approval of the Akron public. 
During the last three months there has 
been a gradual readjustment of the 
Akron city system with a view to 
supplying a satisfactory transportation 
service and at the same time provide a 
service that is economical. 


Forty More New Cars 
for Atlanta 


The Georgia Railway & Power Com- 
pany, Atlanta, Ga., has ordered 40 new 
cars, in addition to the twenty new cars 
put in use during March of this year. 
They will be placed on the lines just as 
soon as they can be constructed, prob- 
ably early in the fall. 
ordered will be faster, larger and better 
equipped than any cars previously 
added to the system. The addition of 
60 new cars during the year is probably 
the most important forward step taken, 
as it will not only give the company 
more rolling stock than it has ever had 
before, but will make possible the re- 
tirement of a number of old. single- 
truck cars, which will be junked as soon 
as the modern equipment is obtained 
and put to use. Each of the new cars 
will cost $14,375, making the total 
expended on these alone $575,000. 
The twenty cars secured and put in 
commission in March cost $265,000, 
making the cost for cars this year 
$840,000. 


Bender bodies now in _use_ 


The 40 ears - 


Rolling Stock 


Chicago Rapid Transit Company, 


Chicago, Ill., is remodeling old cars in 
sufficient numbers to operate in eight- 
car. trains. Engineers of the com- 
pany estimate that eight-car trains 
will be running on the Evanston-Jack- 
son Park line and the Kenwood-Ravens- 
wood line before Christmas. Work of 
remodeling the old cars will be carried 
on as a continuous program as rapidly 
as they can. be spared from service. 
The remodeling is included in the 
$2,300,000 order for new equipment. 


Montreal Tramways, Montreal, Que., 


has purchased fourteen buses at a cost — 


of $146,818. Of the fourteen buses a 
contract for four was given to the 


Yellow Coach Company, Chicago, for — 


what are known as city type of coach, 
the cost per coach being $11,661, which 
includes cost delivered in Montreal. 
The second contract was for four 
coaches of the six-wheel type. This 
went to the Six Wheel Company, 
Philadelphia. 


must be added $4,300 per coach to 
cover duty, sales tax and freight, bring- 
ing the total cost of $12,968 per coach. 
The other six coaches have been 
bought from the White Company, 
Montreal, at a price of $9,550 each. 

Union Traction Company, Coffeyville, 
Kan., recently received six new one- 
man pay-as-you-enter cars. The cars 
are about 50 ft. long, low floor, with 
baggage and smoking compartment in 
the rear. 


Track and Line 


Houston, Tex.— Application for a 
charter for an electric railway to run 
between Houston and Baytown, with a 
possible extension to Goose Creek, will 
be made by Harry K. Johnston, engi- 
neer and railroad builder. The road 
will be 27 miles in length and extend 
along the north side of Houston ship 
channel to Houston. The total cost of 
construction will be around $2,500,000. 
The road will serve many industries 
between Baytown and Houston. 

Oklahoma Raiiway, Oklahoma City, 
Okla., has completed a- $25,000 project 
which included the laying of new 
tracks in Guthrie. A $3,000 paving 
project was also completed there. 


Metal, Coal and Material Prices 
Metals—New York June 30, 1925 


Copper, electrolytic, cents perlb......... 13.75 
poppe wire Wa oents per Ib... 10.505 oe 15.50 
Lead, cents:per lbw. 3..%: 22, eanee eee 8.00 
Zine, conta Per ID v.22 sane a 7,35 
Tin, Straits, cents perlb................ 57.00 
Bituminous Coal f.o.b: Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads, ‘gross tons... cis decom eee $4,275 
Somerset mine run, Boston, net tons...... 1.925 
Pittsburgh mine run, Pittsburgh, net tons 1.95 
Franklin, Ill., screenings, Chicago, net tons 2.00 
Central, Ill., screenings, Chicago, net tons 1.775 
Kansas screenings, Kansas City, net tons 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

1,000 ftois.. 320s) 4 tea ae ee $6.25 
Weatherproof wire base,N.Y.,cents per Ib. 18.00 
Cement, Chicago net prices, without bags 2.20 
Linseed oil (5-bbl. lots), N. Y., per gal. . $1.01 
joes lead in oil ( 100-Ib. keg), N. Y., cents ; 

eave tials: « SUG pt natok levatothale ate Se Aenea 0.1575 

Purpentine (bbl. lots), N. Y., pergal...... $1.01 


>] The cost per coach is | 
$8,668 f.0;b. Philadelphia, and to this © 


